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; : WASHINGTON, D. C. 
RAIL-WATER COMPETITION 

Though we do not agree with all its conclusions, we 
invite attention to the report, published last week, of the 
special committee of the National Industrial Traffic League 
on rail and water competition, which the chairman, C. E. 
Childe, rescued from the efforts of the executive commit- 
tee to kill it and had adopted by the League itself. It is a 
remarkably clear and fair discussion of the problem and 
its various elements, recognizing the unfairness of present 
government policies toward rail carriers in the attempt to 
bring about lower freight rates by means of water compe- 
tition, and a statesmanlike attempt to meet issues that 
are usually ignored or minimized. 

We do not quite like the statement of the committee 
that the desirability of a comprehensive program of water- 
way development as a means of promoting national com- 
merce and prosperity and economical and efficient trans- 
portation is “unquestioned.” It is questioned, and serious- 
ly, unless a legitimate demand be shown for the various 
waterway developments advocated and unless, the de- 
mand being there, the development and maintenance be 
undertaken with the idea that users of the agencies thus 
provided shall pay for that use in such way that there 
shall be fair return to the government for the sums ex- 
pended. The author of the report shows that he under- 
stands this matter of return for investment of money 
of the taxpayers in facilities for the use of commerce and 
that he agrees with what we have said as to the neces- 
sity and fairness of a policy of such return. If the re- 
port means that the desirability of waterway develop- 
ment is unquestioned, under the conditions we have set 
out, then we agree with it, but not otherwise. 


While we appreciate the practical difficulty of at- 
tempting to regulate water rates successfully and fairly, 
we do not believe the difficulty is insurmountable, as the 
report contends. We have, indeed, the problem of com- 
mon carriers in competition with private carriers on the 
water, both intercoastal and inland, but we have also 
the problem of common carriers on the highway com- 
peting with private carriers thereon. To us the two prob- 
lems seem much the same, but regulation of common 
carriers by highway—motor vehicles—has become the 
settled policy of most of the states, and a growing num- 
ber of those who have been considering the matter are 
favoring the same policy interstate. 


At least, however, the report seems to recognize the 
correct principle involved in the advocacy of regulation 
of water rates, which is more than most persons who 
discuss it admit. With admission of and agreement on 
correct and sound principles, there ought to be little 
difficulty in reaching practical results. Nothing that is 
impossible can be expected, for the age of miracles is 
past. But it is up to those who admit soundness of prin- 
ciples but who hold out on the issue of practicability to 
show how and why sound theory cannot be applied. The 
report, in our opinion, does not quite do that. We con- 
gratulate Mr. Childe and his committee, however, on the 
frankness of this discussion and their determination in 
rescuing their report from the over-cautious, who, not 
thinking clearly, or at all, or seeing possible embarrass- 
ment in free discussion, choose the policy of ignoring 
anything that may seem to contain what they term 
“dynamite.” Dynamite is a very useful article in remov- 
ing obstructions. It has a constructive as well as a de- 
structive value. 


NEWTON AND BARGE LINE 

We are disappointed in Congressman W. H. New- 
ton, of Minnesota. Up to the time he made his speech 
last week at the annual dinner of the National Industrial 
Traffic League, he had been known as an exponent of 
sound and fair transportation policies. At that dinner, 
however, he announced his advocacy, not only of an ad- 
ditional expenditure of fifty million dollars on the gov- 
ernment’s Mississippi barge line, but of an extension of 
the barge line service to smaller tributaries of the river. 
We do not believe the mind of Mr. Newton does not 
detect the unsoundness of the principle involved in this 
government participation in the business of transporta- 
tion. He says, of course, that the purpose of the enter- 
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prise is to build up the service and then turn it over to 
private capital when its success has been demonstrated. 
But, even on this theory, we do not believe he is so poor a 
business man as to think that spending fifty million dol- 
lars more on this barge line service, because shippers 
who use it want greater facilities, will make easier the 
task of finding private buyers for it and convincing them 
of its attractiveness as a business venture. The explana- 
tion of Mr. Newton’s attitude lies, of course, in the fact 
that he represents a constituency in which those voters 
interested in transportation, as shippers, desire lower 
freight rates than the rails can give them and they want 
a barge line that will give them those rates for all the 
tonnage they have to offer, regardless of the soundness 
of economic principles involved and regardless of who 
may suffer in consequence. Diogenes had a hard search 
for an honest man. He would have a harder task if, 
alive now, he set out to search for a congressman who 
would not sacrifice intelligence to what he believed to 
be political popularity. 


A WORD IN SEASON 

The remarks of Fred W. Sargent, president of the 
C. and N. W. Railway, before the Railway Business 
Association last week, were both timely and unusual, 
coming from one of the railway executives, who are gen- 
erally so cautious in what they have to say publicly. We 
are glad that one of them chose to stand up and call 
attention to the tendency, plainly visible, in the decisions 
of the Commission, the policies of Congress, and the 
advocacy of this, that and the other idea for bringing 
about artificial aid to competitive forms of transporta- 
tion, toward a reduction in rail revenue and the conse- 
quences to the railroads and the commerce of the coun- 
try that must follow, if the tendency be not checked. 

Mr. Sargent confined most of his criticism to the 
Hoch-Smith resolution and the action of the Commis- 
sion under it. We agree with him entirely as to the 
vicious consequences of the resolution referred to, but, 
though we do not believe the Commission is above criti- 
cism or that, in this matter of a tendency toward lower 
freight rates, it is free from blame, we do think that, so 
far as the Hoch-Smith resolution is concerned, the blame 
rests on Congress alone—except in so far as those who 
should be trying to erase the vicious legislation from the 
books and are not doing so are concerned. And, perhaps, 
the railroads are as much to be blamed as any others 
that this legislation was permitted in the first place and 
that it continues in force. The Commission is the ad- 
ministrator, not the maker, of the law. If it sees this 
resolution as we see it, and accepts it as meaning what 
it says, we do not know how it could do otherwise than 
it has done in its enforcement—except, of course, that it 
might be a little more speedy about doing what it must 
do and undoubtedly will do, if it reduces agricultural 
rates under the resolution, and proceed at once to in- 
crease rates on other commodities in proportion. Of 
course, it has not yet reduced many rates as a direct 
result of the Hoch-Smith resolution, but it has started 
many investigations with a view to such reductions. 


THE TRAFFIC WORLD 1213 


Why not some similar and simultaneous investigations 
with a view to increases on other commodities? 

But we suggest a reading of Mr. Sargent’s remarks, 
which were published in last week’s Traffic World. 





AMENDING SECTION 15a 

The bill introduced in Congress at the request of 
certain representatives of the National Industrial Traffic 
League as representing what they thought to be the 
views of the League with respect to amendment of sec- 
tion 15a—the rate-making section of the transportation 
act—has now been endorsed by the League on recom- 
mendation of its legislative committee and is properly 
before the country as being what that organization de- 
sires. We have discussed the bill several times and last 
week we printed it in full again. 

Up to this time, in discussing the measure, we were 
rather thinking aloud than expressing any settled opin- 
ion. We now, however, do not hesitate to say that, 
while some parts of the bill appeal to us favorably—as, 
for instance, the abolition of the recapture provision of 
the present law—and while we appreciate the difficulties 
of valuation as a basis for rates, we are opposed to tak- 
ing out of the law the provision for a certain definite 
percentage of net return as a mark or standard of what 
is adequate and necessary and substituting merely the 
judgment of the Commission as to what is adequate. 

Before the coming of the transportation act, a law 
instructing the Commission, in terms, merely to give the 
carriers an adequate revenue would have been wel- 
comed. But a good deal of water has passed over the 
dam since then. We have seen, to be sure, how little 
the Commission and the shippers regard the definite 
instructions for a fixed percentage of net return, but the 
very fact of this disregard indicates a tendency toward 
reduced rate levels and we have little doubt that, with 
the definite percentage out of the law, the tendency 
toward lower rates would show a marked increase 
almost at once. Indeed, we have little doubt that many 
of the supporters of the proposed change support it with 
that very idea and hope in the back of their minds, if 
not in the front. 

We do not insist that the language of the section 
could not be improved and, as we say, we are not en- 
amoured of the valuation basis, but we do contend that 
there must be some definite measure of what is an ade- 
quate return. Without such a measure we predict a 
rapidly lowering of the rate level, to check which the 
carriers would have no recourse except a showing, on 
general grounds, that the rates were confiscatory or at 
least unreasonable in the extreme. 


NO COST TO THE TAXPAYER? 


With the government in the shipping business on the 
high seas and the inland waterways and with indications 
pointing to expansion rather than to reduction of such 
activities, perhaps the taxpayers may show more in- 
terest than they apparently have shown in statements 
made by government officials as to “profits” resulting 
from the government being in the transportation busi- 
ness. At any rate, they should take an interest in such 
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matters. They are the stockholders and they should de- 
mand that the managers of these enterprises state the 
facts with respect to operating results. 

We have had considerable to say on this subject with 
respect to “profits” of the government barge lines on the 
Mississippi and Warrior rivers. Having had substantial 
deficits since 1920, the Shipping Board has had little to 
say about “profits.” In a recent address in New York 
City, however, Warren F. Purdy, assistant to the vice- 
president and general manager of the Merchant Fleet 
Corporation, said the operation “of our government- 
owned fleet since the close of the great war has not yet 
cost the American taxpayer one dollar.” In the two years 
following the close of the war, according to Mr. Purdy, 
the “profits” earned by the fleet were so great “that 
the operating losses since that time have not yet bal- 
anced the account.” He said that would probably be a 
surprise to most of those in his audience. He did not go 
into detail as to figures. 

What are the facts? For the fiscal years, 1917 to 
1920, inclusive, the-available figures purport to show 
that the “surplus” of operating revenues of the Fleet 
Corporation over operating expenses amounted to $234,- 
664,289. We are advised that these are approximate fig- 
ures and not in any sense exact, because of conditions 
that existed in the war period and immediately there- 
after with respect to keeping track of operating results. 
In the years under consideration there was a shortage 
of ships and ocean freight charges were abnormally 
high. From 1921 to 1927, inclusive, (fiscal year periods), 
operating expenses exceeded operating revenues by 
$221,652,481. Comparing the “surplus” with the “deficit” 
there is a difference of $13,001,808 in favor of the “sur- 
plus.” That is, no doubt, what Mr. Purdy had in mind 
when he made his statement. Neither the figures making 
up the “surplus” nor those making up the “deficit,” how- 
ever, include anything for depreciation or interest. In- 
clusion of those items of expense would of course, de- 
crease the “surplus” and increase the “deficit.” With the 
great capital investment in ships, the item of interest 
alone would, of course, more than wipe out the “sur- 
plus” referred to. We think the fact is that the opera- 
tion of the government-owned fleet has cost the Ameri- 
can taxpayer a great many dollars. 


REPORT ON AERONAUTICS 


“It is the aim of the Department of Commerce to assist in 
bringing about a combination of four elements which are con- 
sidered essential to the success of civil aeronautics in this 
country: (1) Airworthy aircraft, adequately equipped and ef- 
ficiently maintained, and (2) flown by competent pilots over 
(3) suitably equipped airways (4) in conformity with standard 
air-traffic rules,” said Clarence M. Young, director of aeronautics 
of the Department of Commerce, in his annual report for the 
fiscal year ended June 30, 1927. 

“When this has been accomplished the public will take air 
transport for granted, as it does the railroad, the steamship 
and the automobile.” 

The report reviewed the organization of the aeronautics 
—— a Department of Commerce under the air commerce 
act of 3 


Because of the pressure of the work of examining and 
licensing aircraft and their personnel, the air regulations divi- 
sion was unable to fulfill its obligations in the examination and 
rating of airports and landing facilities, said the report. 

“It is apparent that a larger personnel with adequate air 
transportation will be required if the department is to meet 
fully its respohsibilities under the air commerce act.” said the 
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report. “The number of airports and landing fields has grown 
beyond any reasonable anticipation, and it is essential that this 


phase of the inspection work be given attention during the 
coming year.” 


The 1927 appropriation of $300,000 for air-navigation facili- 
ties was expended for the establishment of lighting facilities 
on 1,386 miles of airways. Of the 1928 appropriation for air- 
navigation facilities, $450,000 was available for expenditure on 
February 24, 1927, said the report. From this sum preparations 
were made to light 1,294 additional miles of airways, and con- 
tracts were actually awarded in the fiscal year 1927 for lights 
on 694 miles. There were at the close of the fiscal year 4,121 
miles of lighted airways under the jurisdiction of the Department 
of Commerce, the facilities totaling 124 intermediate fields with 


beacon and boundary lights, 719 airway beacons, and 17 radio 
stations. 


Airway routes to be lighted by June 30, 1928, total 3,398 
ry he routes to be considered for the fiscal year 1929 total 
1257 miles. . 


“America,” said the report, “is doing a prodigious amount 
of civil flying. It may generally be divided into three classes: 
Air transport—scheduled operations over regular routes, (mail, 
express and passenger); commercial air service—such as ‘taxi’ 
service, crop dusting and spraying, photography, over-city rides, 
tours and so on; and private flying—including pleasure aviation 


and the travel of business men using air planes in their daily 
affairs.” 


As to air accidents, the report said: 


Under the air commerce act accidents are required to be investi- 


_ and reported, and the department is now performing this func- 
on. 


Casualties in scheduled airway flying are comparatively rare. 

In 1926 the government-operated transcontinental suffered one pilot 
fatality. One occurred during the first half of the calendar year 
1927. Weather conditions were responsible for one of these acci- 
dents. The exact cause of the other is unknown. 


On the contract routes there were three pilot fatalities and one 
passenger fatality in 1926. Three accidents were ascribed to weather. 
One was of undetermined cause. During the first half of the calen- 
dar year 1927, there were two pilot and one passenger fatalities, in 
two accidents, both chargeable to weather. 

Pilot examinations, plane inspections, and the lighting, weather 
service, and other aids to airway flying, now installed or in the 
department’s program, should practically eliminate accidents in 
scheduled flying. 


In air service operations and miscellaneous flying it is expected 
that casualties will be more frequent; but here, also, the enforcement 
of precautionary measures and the utilization of the government’s 
facilities will decrease the casualty rate. 

During the last half of the fiscal year 1927, 15 pilots and 28 pas- 
sengers were killed in 25 airplane accidents in this country. These 
accidents occured in course of “taxi’’ service and pleasure rides, 
test flights, and instruction. Thirteen of the accidents were ascribed 
to error in pilotage, 3 to power-plant failure, 2 to weather, and 7 to 
structural failure. Practically all these accidents occurred with 
unlicensed pilots and in unlicensed planes. 


FREIGHT CHARGES AND INCOME TAX 


Mrs. F. H. Stone, chief accountant of the Southern Pine 
Association, in regard to the rights of lumber manufacturers to 
deduct estimated freight charges on shipments when filing in- 
come tax returns, has issued the following statement: 


We have had numerous complaints calling our attention to the 
fact that the Internal Revenue Department is refusing to allow de- 
ductions for estimated freight set up on lumber shipments at the end 
of the year. This is due to the decision of the Board of Tax Appeals 
in the Hoskins Lumber Company case, and, although this practice 
is customary in the industry and has been allowed in previous. years, 


it seems that field agents are now questioning this item on many 
returns. 


As you know, it is the general practice for lumber to be sold f. 
o. b. destination and in setting up the account, the charge to the 
customer for this lumber includes the estimated freight thereon, 
although the only return that the mill or the wholesaler expects to 
receive is for his lumber, the receipted freight bill being sent in by the 
buyer in part payment of the invoice as rendered. If this portion of 
the charge on the sale of lumber on which lumber companies never 
expect to realize is included as an asset at the end of the year, it 
would certainly be a false statement of profit if the estimate of the 
freight were not set up against this accounts receivable charge. 


In looking over the freight estimates set up at the end of the 
year by a number of our companies, the variation when checked with 
the actual freight paid has been very slight, showing that the figuring 
of the freight by our mills has been accurate. Of course, a mill can 
figure accurately the rate of freight, but very often the weight varies 
somewhat. In the Hoskins Lumber Company case it seems that the 
freight estimate set up at the end of the year was very much out of 
line with the actual freight paid on the shipments. However, this 
particular case, which was decided by the Board of Tax Appeals, has 
seemed to set a precedent for the field agents to apply this decision 
to all lumber companies, whether or not the freight estimated at the 
end of the year has been accurate. 

On November 2 the National Lumber Manufacturers Association 
and the Southern Pine Association presented a brief to the General 
Counsel for the Bureau of Internal Revenue, asking for a review of 
this matter and pointed out to them that the Hoskins Lumber Com- 
pany case was not a case that should be applied generally to all 
lumber companies until a report on the review of this matter is re- 
ceived from Washington. : 

We would recommend to those companies having cases pending 
involving this subject, either in the Internal Revenue Department or 
those who have already received sixty-day letters, or those who have 
cases pending before the Board of Tax Appeals, to ask for a post- 
ponement until the General Counsel’s office issues its decision. 
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Current Topics 


e - se 
in Washington 
—————— ———————————— es 
One Cause for Thankfulness.—No case easily recalled has 
ever presented as many possibilities for trouble for the Com- 
mission as the pending lake cargo coal case. Should it be de- 
cided for the northern operators it seems a certainty that the 
decision would cause suggestions for legislation by Congress. 
It seems impossible, in view of the testimony of the southern 
lines, that the Commission should be able to say the rates pro- 
posed would be unreasonably low. Should the decision be in 
favor of the southern operators, the uproar that came to a 
climax when Cyrus E. Woods was appointed might be repeated, 
in some form or other. Should the Commission invoke the 
minimum rate power, that would add to the pressure for repeal 
of that part of the law, or, if not a repeal, a restriction of it 
so great as to make its easy use impossible. A third section 
finding in favor of the Ohio and Pennsylvania operators would 
require reversal of a contrary finding made in the last formal 
docket lake cargo coal case. A finding that the rates proposed 
were relatively unreasonable because too low in comparison 
with the rates from the northern mines would provoke a dis- 
cussion, if not an appeal to the courts or to Congress, on the 
question of whether there was such a thing as a relatively too 
low rate, as distinguished from an unduly prejudicial or unjustly 
discriminatory rate. At the end of the first week of the hear- 
ing, the northern railroads had not made a showing that the 
reduction proposed by the southern lines would deprive them 
of so much revenue as to impair their ability to perform ade- 
quate service. Under the Hoch-Smith resolution, it has been 
suggested, the Commission could suggest to the southern lines 
that, if they were making so much money that they could afford 
to reduce lake coal rates, they might reduce the rates on some 
other traffic. But the fly in that ointment consists of positive 
testimony, uncontradicted up to this time, that the loss that 
would flow from a refusal to make the 20 cent cut would be 
greater than from making it. Besides, this is not a Hoch-Smith 
proceeding, though the general rule is that all parts of the law 
are in every case. However, another rule is that there must 
be a record of some sort to support any finding that may be made. 
The general conclusion of the whole matter is that there is 
nothing comfortable about any phase of the case. It is much 
more complicated than it was sixteen years ago, when it was 
started. In the Boileau case, the first lake cargo coal case, the 
Commission held that the Pennsylvania and Ohio operators 
were entitled to lower rates. But the lines serving the southern 
mines, except the Norfolk and Western, made only perfunctory 
attempts to carry out the ideas of the Commission. The Nor- 
folk and Western justified its proposed increase in the rates. 
Inasmuch as the Commission found that the others had not 
justified the increases from the southern fields, in effect it undid 
its work in the Boileau case. It had no minimum rate power 
then. Exercise of that power now, probably, would create a 
political howl in the northwest, the interests of which, in this 
case, have been represented by Charles E. Elmquist in an ag- 
gressive manner and not in just a make-weight way. Commis- 
sioner Campbell, in observations on the subject, said the case 
ought to come to rest some time. For a man from Spokane 
to suggest that sixteen years is a long time for a litigation to 
continue, seemed brash. The Spokane case, as the _ inter- 
mountain fourth section case used to be called, lasted about 
thirty years. Part of the time Mr. Campbell was the attorney 
in some phase of that case. This week it may be seemly to 
suggest that one reason for thankfulness on the part of the 
Commission is to be found in the fact that lake cargo and 
Spokane cases are not started every week or even every year. 





What Roberts Advocated.—One of the jests for November 
has been an inquiry, especially among those to whom curves, 
graphs, and other things produced by or akin to products of the 
slide rule mean just about as much as Norse runes, as t6 just 
what J. W. Roberts was advocating in the week he was on the 
stand in the depreciation charges hearing Commissioner East- 
man and Examiner Bunten have been conducting. Get a cost 
accounting system containing enough items to make it worthy 
of the name, so that it will really show something, is a con- 
densation of that part of the testimony relating to cost account- 
ing to which Mr. Roberts assents. Usually a witness advocates 
what he calls simplification by proposing to leave out some of 
the parts contained in the thing in use. Not so with Roberts. 
He proposes to expand the cost accounting by multiplying the 
items. Seemingly, that increase in the number of items is 
advocated on the theory that, if the thing is worth doing at all, 
it is worth doing in such way that the accounting will show 
something other than a lot of figures. In the language of the 
affidavit or deposition hounds, it might be added: “Further, 
deponent saith not.” The old-timers were not content to allow 
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the reader of a deposition to infer that the deponent said nothing 
beyond what was set down. Perhaps the phrase was manufac- 
tured when someone discovered that the deponent had said 
several mouthfuls more than was set down, but that the scrivener 
had not set down the other things the deponent had said. 





Consolidation as a Way Out for Street Railways.—The 
doctors specializing on the ailments of street railways are pro- 
posing a consolidation of street railways in Washington as a 
cure for ills afflicting the trolleys in the national capital. Wil- 
liam Gibbs McAdoo, the man Congress coldly refused to heed 
when he asked for a five year longer trial of government opera- 
tion of railroads, is mixed up in the proposal for Washington. 
Instead of taking the situation created by the bus and the 
private automobile by the horns, the traction managers in Wash- 
ington seem to be depending on the men who shuffle stocks and 
bonds to pull them out of the hole. The increase in the number 
of busses and automobiles in the wide streets of Washington 
seems to have caused the trolley cars to slow down so much 
as to make comparison between some of their cars and snails 
a reflection on the latter. Every flivver driver so minded is 
allowed to get on the street car tracks and compel the cars, 
carrying many times as many passengers, to accept him as a 
pacemaker. No attempt seems to be made to assert the right 
of way the law gives to the trolley car. Washington, like every 
other city, is cluttered up with signal lights to such an extent 
that the wise drivers avoid the streets on which they have been 
placed, when possible. Instead of trying to improve the service 
of street cars by speeding them up, the traction managers seem 
to be coercing those who would like to ride in street cars to get 
themselves automobiles so as to avoid intolerable delays per- 
mitted by reason of the invasion of their rights of way, which 
were granted with a view to having the public get more speedy 
transportation. A thought on the part of some men who have 
mulled over the subject is that both steam railway and street 
railway managers have overlooked an opportunity to improve 
their services so that the public will use them, and thought of 
only increased fares as the answer to the automobile menace. 
Steam railroads insist on making fares based on their round- 
about routes instead of at least making a show of meeting the 
competition of the shorter mileages of automobile routes and 
so arranging schedules as to attract passengers at times when 
experience has shown that a large number of persons desire to 
travel between given points. It may be that the automobile has 
put the other forms of passenger travel into the museum, but 
somebody might try the idea of competing with the automobile 
by improving the service by the older methods of travel. 





More Commission Victories.—This week the Commission won 
two large cases in the Supreme Court of the United States. 
Thereby the impression that it is almost like wasting money 
to go to the courts about orders of the Commission is being 
strengthened. The suits to which reference is made are the 
News Syndicate and the Spencer Kellogg cases. In the first 
the court answered three questions sent to it by the circuit 
court of appeals in such way as to amount to a decision by the 
highest tribunal of the question whether the Commission has 
jurisdiction over joint rates from Canada into the United States 
when there is no definite component that can be said to cover 
the haul within the United States. The denal of a writ of 
certiorari in the Spencer Kellogg case establishes the rule that 
one who receives money for performing transportation services 
for a carrier under a published rate may not use any part of 
the money so obtained to induce a shipper to ship over routes 
that would result in increasing the volume of revenue accruing 
to such employe. That has sometimes been called the unilateral 
rebate case. However, if it is giving a concession from the 
published rate for an employe to make such a payment, receipt 
of the money must be receiving a concession from the published 
rate. It is easy to suspect the reasoning of the judges who 
decide so often in favor of the Commission. They seem to say: 
“Well, there is no vested right proposition in this case. If the 
parties to it do not like the construction placed on the statute 
by the Commission, they can have the statute changed by ap- 
pealing to Congress. That is what the Commission does when 
we say it has not read the statute aright. The shippers and 
the railroads can do the same thing. Why worry the courts 
which have enough to do deciding disputes where personal 
and property rights are involved and in which the question is as 
to what was the law on the day the dispute arose, a thing that 
could not be affected by a fututre enactment of a legislative 
body?” 





Possible Commodities Clause Litigation—It has been an 
open secret for a long time that there has been a discussion as 
to the possibility of having the commodities clause applied to 
shipments of commodities over railroads owned by the shipper. 
The clause forbids the shipment of commodities over the rails 
of a carrier in which the railroad has an interest in the com- 
modities. The thought is that the matter might be so presented 
to the courts that they would uphold a contention that the lan- 
guage means to forbid the shipment of goods over a railroad in 
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which the owner of the goods has a controlling or other pon- 
derable interest. A considerable number of large shippers own 
common carrier railroads. The idea back of the proposed ap- 
plication of the clause is that ownership of the railroad and 
the goods shipped over it constitute a relationship between the 
goods and the railroad that is against the spirit, if not the letter, 
of the commodities clause. The idea that it was a rebate for 
the owner of an elevator to use part of the money paid for 
elevating grain for a railroad to extend his business consti- 
tuted a rebate in violation of the Elkins act, when first pro- 
pounded, seemed too ridiculous to be talked about. But the 
Commission, acting through its bureau of inquiry and the De- 
partment of Justice, persuaded the courts that that was the 
law on the subject. Whether the idea of making the commodi- 
ties clause work in two directions will ever be embodied in 
litigation started by the government is one of the things about 
which there is much latitude for speculation. The criminal 
phase of the Commission’s powers has received emphasis in the 
last two or three years. Cases have been brought and fought to 
successful conclusions that seemed impossible when they were 
begun. Recent successes by the Commission in litigation of 
that sort may persuade the officials having the power to initiate 
steps of that sort to go forward, even if Congress, in the face 
of decisions in only one direction, has not done anything to 
indicate that it is not satisfied with what has been done, as 
being all it had in mind when it enacted the commodities clause. 
Lumber and forest products were specifically exempt from that 
clause. Southern congressmen thought applying the clause to 
lumber would check the development of the south. The Com- 
mission, however, put hobbles on the lumber roads by cutting 
down their divisions almost to switching movement limits.— 
A. B. H. 


COOLIDGE ON BARGE LINES 
The Trafic World Washington Bureau 


Although President Coolidge is opposed to the government 
going into business, he feels that it may be that something should 
be done with respect to establishment of barge line service on the 
Missouri River, if and when the river is ready for such naviga- 
tion, and if private capital will not establish such service, 
according to information obtained at the White House late 
November 18. The President’s views were outlined in response, 
apparently, to an interrogation as to his views on barge line 
operations. 

The President, it was said, had no matured policy with 
respect to barge line operations on the Mississippi, Missouri, or 
Ohio rivers. It was said that, perhaps, what he had said at 
Philadelphia, November 17, on the subject of government in 
business was applicable to the government engaging in the 
barge line business. (See Traffic World, Nov. 19.) The gov- 
ernment, it was pointed out, was operating barge lines on the 
Mississippi and Warrior rivers. These operations, it was said, 
were in the nature of demonstrations—that the President so 
understod the law—with the view, if they were successful, that 
they would be transferred to private operators, and, if not suc- 
cessful, discontinued. 

When the Missouri River was ready for barge line naviga- 
tion, it was said, the President felt that it might not be inap- 
propriate to put on a demonstration line on that river if private 
capital did not establish a barge service. On the Ohio River, a 
different situation existed, it was said. There private lines were 
in operation and other private lines were planning to operate. 
That, the President felt, was the more desirable condition be- 
cause, where there were privately operated lines, the public 
obtained the benefits of competition. It was said that the Presi- 
dent felt that where there were private lines in operation, it 
would be inappropriate for the government to establish lines. 





MISSOURI BARGE LINE URGED 


J. ©. Nichols, of Kansas City, Mo., vice-president of the 
Missouri River Navigation Association, has urged President 
Coolidge to recommend to Congress enactment of legislation 
providing for establishment by the Inland Waterways Corpora- 
tion of a barge line on the Missouri River by 1930. He said 
farmers and business men of the Missouri River section desired 
that a barge line be established for demonstration purposes just 
as the government had established the lines on the Mississippi 
and Warrior rivers for that purpose. He said private capital 
would not establish such service in the early stages of untried 
navigation. He said Kansas City, Mo., had a fund of $850,000 
raised by public subscription that it was ready to turn over 
to the government for application on the purchase of barges 
and towboats, and that the government would have to provide 
about $1,000,000 additional. 


RAIL-COAL CONSPIRACY CHARGED 


Charges that a number of large railroads have entered into 
a conspiracy to keep down the price of coal bought by them 
for fuel purposes were laid before President Coolidge this week 
by a delegation headed by William Green, president of the 
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American Federation of Labor, and John L. Lewis, president of 
the United Mine Workers of America. The delegation made 
representations to the President with respect to the coal mining 
troubles in Ohio and Pennsylvania. After the call on the 
President, Mr. Lewis named the Pennsylvania, the Baltimore & 
Ohio and the New York Central as having entered into a con- 
spiracy to keep down the price of coal. Mr. Green said the 
President had been asked to include in his annual message to 
Congress a recommendation that an investigation be made of 
the alleged railroad conspiracy. He said the railroads of the 
United States consumed practically 33% per cent of the bitumi- 
nous coal mined and for that reason were a very definite factor 
in determining fuel prices. President Coolidge, it was said, 
advised the labor leaders to take up with the Interstate Com- 
merce Commission the matter with reference to the railroads 
and coal prices. It is believed that if the labor leaders go to 
the Commission, the latter will advise them that it did not 
have jurisdiction over such a complaint. 


RAILROAD CONSOLIDATION BILL 


Representative Parker, of New York, chairman of the House 
committee on interstate and foreign commerce, has announced 
that the revised Parker railroad consolidation bill will be intro- 
duced at the coming session of Congress and that hearings will 
be held by the committee on the subject of proposed railroad 
consolidation legislation. The Senate interstate commerce com- 
mittee is also expected to take up the Fess bill which is similar 
to the Parker bill. 

In expressing opposition to the proposed unification of the 
Great Northern and Northern Pacific systems, Representative 
Dickinson, of Iowa, said that Congress would carefully scrutinize 
proposed railroad consolidations. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 12 
totaled 974,862 cars, according to reports filed by the railroads 
with the car service division of the American Railway Asso- 
ciation. This was a decrease of 63,990 cars below the preceding 
week this year, reductions being reported in the loading of all 
commodities except live stock, coal and coke, which showed an 
increase. The total for the week ended November 12 was a de- 
crease of 132,027 cars under the same week last year and 75,078 
cars below the same week in 1925. 

Revenue freight loading by districts the week ended No- 
vember 12 and for the corresponding period of 1926 was re- 
ported as follows: 


Eastern district: Grain and grain products, 8,138 and 9,581; live 
stock, 3,334 and 3,493; coal, 38,941 and 56,127; “~— 2,163 and 3,170; 
forest products, 4,118" and 5,071; ore, 2,385 and 3,635; merchandise, 

C. L., 65,538 and 71,478; miscellaneous, 86,808 cal 96, i41; total, 1927, 
mi 425; 1926, 248,696; 1925, 234,848. 

Alleghen: district: Grain’ and grain products, 3,471 and 3,462; 
live stock, 2,460 and 2,707; coal, 39,624 and 65,586; coke 4,365 and 
5,959; forest products, 2,559 and 3,049; ore, 5,327 - and 8.456; mer- 
chandise, (a 56,20 7 and 57,688; miscellaneous, 79, 282 and 
84,664; total, 1927, 193, 295; 1926, 231,571; 1925, 203,845. 

Pocahontas district: Grain and grain products 230 and 258; live 
stock, 177 and 225; coal, 35,996 and 47,821; coke, 334 and 662; forest 
products 1,529 and 1,694; ore, 110 and 165; merchandise, L. C. 

7,831 and 7,730; gmiscellancous, 6, 487 and 6, 125; total, 1927, “61, 694; 19267 
64, 620; 1925, 59,6 

Southern district: Grain and grain products, 35% and ‘ot live 
stock, 1,981 and 1,995; ie 24,570 and 30,951; coke, 451 and 760; for- 
est products, 20, 833 and 21,282: ore, 1,136 and 1,046; Me L. 
©... Ens and 42 ,205; miscellaneous, 56,152 and 59, 478; total, 1927, 
151, 406; “T0268, 161,601; 1925, 53,715. 

Northwestern district: “Gem and grain peotects, 13,733 and 
11,074; live stock, 9,955 and 10,983; coal, 10,596 and 12,656; coke, 1,102 
and 1, 736; forest products, as, 497, and a7, 359; ore, 5,907 and ‘20, 424; mer- 
chandise, L. C. 34,419 a 3,597 ; miscellaneous, 39,632 and 40,190; 
total, 1927, 130, ai’ 1926, 148, “to: 1925, 

Central Western district: Grain ane eran, p pies, 11,328 and 
11,390; live stock, 14,373 and 14,724; coa 30,863; coke, 
336 and 346; forest products, 9,698 and 106,050: py "S264 and 3,672; 
merchandise, L. C. L., 34,687 and 36,047; miscellaneous, 64,289 "and 
66,764; total, 1927, 158, 269; 1926, 163,856; 1925, 161,028. 

Southwestern district: Grain and grain products, 4,722 and ‘ert 
live stock, 4,036 and 4,033; coal, 6,599 and 7,938; coke, 149 and 324 
forest products 8.431 and 8,952; ore, 469 and 512; merchandise, L. Cc. 
L., 17,325 and 17, 304; miscellaneous, 41,261 and 44, 515; total, 1927, 82,992; 
1926, 88,526; 1925, 82,463. 

Total, all roads: Grain and grain products, 45,005 ane % 602; live 
stock, 36,316 and 38,160; coal, 171,560 and 241,942; coke 8,900 and 
12, 957; forest products, 62,665 and 8, 457; ore, 18, 598 and 37,8 0; mer- 
chandise, ke ©. De, 258, 907 and 266,049; mise cellaneous, 372,91 1 and 
397,872; total, 1927, 974, 862; 1926, 1,106,889; 1925, 1,049,940. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 
Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Five weeks in April............. 4,890,749 4,791,006 4,710,903 
Four weeks in May.........+se- 4,096,742 4,145,820 3,869,306 
Four weeks in June.........++. 3,974,160 4,089,340 3,965,872 
Five weeks in July.......sceeee 935,397 213,759 945,091 

Four weeks in August.......... 4,249,359 4,388,118 4,321,4 
Four weeks in September....... 4,360,022 4,523,112 4,297,936 
Five weeks in October.......... 5,587,921 5,967,576 ,537,159 
Week ended November 65........ 1,038,852 1381, 832 1,062,646 
Week ended November 12...... 974, 862 1,106, 889 1,049, 1940 
ME. Silnwhad 30d Rnd telececents 46,473,139 47,340,437 45,542,689 
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Decisions of Interstate Commerce Commission 





WASTE PAPER LOADING RULE 


The Commission, by division 1, in No. 17194, Robert Blank 
vs. Central of New Jersey et al., mimeographed, has found un- 
reasonable the tariff minimum weight rules governing the de- 
termination of freight charges on shipments of baled waste 
paper, carloads, from dumps at New York harbor points, trans- 
ferred from barges and loaded into cars by the carriers. It has 
prescribed, in substance, the rule the carriers have in effect on 
imported waste paper, which likewise is loaded into cars by the 
carriers. A rule so revised is to be made effective not later 
than January 25. Reperation was denied because the evidence 
respecting specific shipments, the report said, was not suffi- 
cient to support an award. 

Commissioner McManamy dissented. He said the findings 
were based on the erroneous assumption that the carriers 
should perform the service of, and bear the expense incident 
to, loading carload traffic, including obligations which under 
Rule 34 were intended to apply to the shipper. 

The gist of the complaint was that, since the waste paper 
traffic from points in New York harbor was loaded by the car- 
riers, the penalties for inefficient selection and loading of cars 
to contain the light and bulky traffic in question, by way of 
increased weight charges under Rule 34, were not properly 
chargeable to the shippers. The latter pointed out that the 
carriers, which also load imported shipments into cars in New 
York harbor, had a rule under which they applied to the im- 
ported paper the carload rate to the actual weight of any con- 
signment equal to or in excess of the minimum carload weight, 
regardless of the number of cars used. The complainant asked 
for such a rule on domestic traffic, because, it was pointed out, 
the shipper had no way of checking up on the work done by the 
carrier in the selection and loading of the cars. The Com- 
mission said that even if the bales were compressed to a den- 
sity of only 12 pounds per cubic foot, the minimum of 24,000 
pounds could be loaded into a 36x8x8.5 foot car. The evidence 
showed an average density of 16.85 pounds per cubic foot. The 
Commission said that the carriers, in some instances, had ad- 
mitted negligence in loading cars by making refunds to ship- 
pers but it said such payments were of doubtful legality. It 
also said that it recognized that such a rule as the complainant 
requested would remove what incentive the shippers had to 
prepare the paper for shipment in such a manner as to con- 
serve car space. It said, however, the carriers had the right to 
restrict application of such a rule to such bales and shipments 
which conformed to reasonable tariff specifications. 


MOSS RATES TO BE REVISED 


A revision of the rates on moss, in machine pressed bales, 
from points in Louisiana west of the Mississippi River to furni- 
ture manufacturing points in the north and east has been 
ordered in No. 14827, National Association of Upholstered Fur- 
niture Manufacturers vs. Ann Arbor et al., mimeographed, not 
later than January 24. The Commission, on further hearing, 
has modified the prior report, 98 I. C. C. 501, made by division 3. 

In a report written by Commissioner Lewis the Commis- 
sion has found the rates named in Leland tariffs (Note A, item 
2232-D, supplement 14 to his I. C. C. No. 1531 as origin points 
to destinations in his I. C. C. No. 1412) not unreasonable, with 
some exceptions, but unduly prejudicial. That required some 
modification of the former report. 

The report has affirmed the former finding that rates in 
effect prior to August 1, 1924, from Rosedale and Louisiana 
points intermediate from Rosedale or Baton Rouge to destina- 
tions named in the complaint intermediate to Albany, Roches- 
ter, Syracuse, and Utica, N. Y., were unreasonable. The award 
of reparation made in the former report in connection with 
that finding has also been affirmed. 


Reparation on the finding of undue prejudice has been 
denied, on the customary ground. The prior denial of fourth 
section relief has also been affirmed. 

The case was reopened on the petition of the complainant. 
In a general way of speaking the complaint was to the effect 
that the rates from points west of the Mississippi River were 
unduly prejudicial to the complainants and unduly preferred 
the shippers of moss from New Orleans. The case brought into 
question the adjustments maintained by the lines west of the 
Mississippi on the one hand and the lines east of that stream 
on the other. In substance the modified report orders the es- 
tablishment of rates that will be matched up with the adjust- 
ments made in Southern Class Rate Investigation, 100 I. C. C. 
513; 109 I. C. C. 300; 113 I. C. C. 200; 128 I. C. C. 567; and in 
Consolidated Southwestern Cases, 123 I. C. C. 203. 

The finding of unreasonableness in the rates to points in- 


termediate to the four New York state points mentioned is that 
they were unreasonable to the extent they exceeded the rates 
to Albany, Rochester, Syracuse and Utica. The finding of un- 
due prejudice, which seems to go to the heart of the contro- 
versy, is as follows: 


We further find that the rates on the commodity in question 
from the west-side producing points and from New Orleans to des- 
tinations in the said Chicago, Cincinnati, Dayton-South Bend, De- 
troit-Cleveland, Pittsburgh, Memphis, St. Louis, Louisville, and Nash- 
ville territories, to the extent that one or more defendants partici- 
pate both in the rates from the west-side points and in the rates 
from New Orleans, were, are, and for the future will be unduly preju- 
dicial to the west-side points and to the traffic therefrom, to the 
undue preference of New Orleans and of the traffic therefrom, to 
the extent that the rates from the west-side points have exceeded 
or may exceed those contemporaneously applied by or participated in 
by one or more of the same defendants for transportation of the same 
commodity from New Orleans to the same destinations, respectively, 
by percentages greater than those by which the maximum first-class 
(column 100) rates prescribed in Consolidated Southwestern Cases, 
123 I. C. C. 203, for application from the west-side producing points 
to the respective destinations exceed the maximum first-class rates 
prescribed in Southern Class Rate Investigation, 100 I. C. C. 518, 109 
I. C. C. 300, 113 I. C. C. 200, 128 I. C. C. 567, for application from 
New Orleans to the same points of destination, and that the undue 
prejudice and preference should be removed. 

The respective rates to Kansas City, Fox River, and Omaha- 
Davenport territories appear not to be unfavorable to the west-side 
producing points, and we find that they are not shown to be unduly 
prejudicial to those points. We find that the respective rates to 
Milwaukee territory are unduly prejudicial to the west-side produc- 
ing points and their traffic and unduly preferential of New Orleans 
and its traffic, but Southern Class Rate Investigation, supra, provides 
no rates from New Orleans to that destination territory to serve as 
a basis for a definite order. The respective rates to that territory 
should, however, be revised in harmony with the foregoing finding 
concerning the respective rates to Chicago territory. 


COTTONSEED CAKE AND MEAL 


With Commissioner Hall noting a dissent, the Commission, 
by ‘division 3, in a mimeographed report in No. 17565, Quanah 
Cotton Oil Co. et al. vs. A. T. & S. F. et al., has found that com- 
plainants are entitled to reparation because of unreasonable 
rates on cottonseed cake and meal, in straight and mixed car- 
loads, from Quanah, Sweetwater and Lubbock, Tex., to destina- 
tions in Texas, Oklahoma, New Mexico and Colorado. 

The Commission found that the rates assailed were unrea- 
sonable to the extent that they exceeded the rates prescribed 
in Oklahoma Corporation Commission vs. A. & S., 98 I. C. C. 
183, applied in the manner indicated therein, and that the rates 
assailed to Monte Vista and Dominguez, Colo., were unreason- 
able to the extent that they exceeded the combination rates 
made by using the 14150 scale (established under 98 I. C. C. 183) 
rates to Walsenburg and Pueblo, Colo., and factors of 26 and 42.5 
cents beyond, respectively. The Commission said no order for 
the future was necessary. It said complainants should comply 
with rule V of the Rules of Practice. 

Defendants contended that as the 14150 scale made increases 
as well as reductions, reparation should not be granted. As to 
that phase of the case, the Commission said: 


As a general rule reparation is not awarded when a general 
readjustment reflects increases and reductions, but the rule does 
not apply when the rates charged exceed those found reasonable by 
such substantial amounts as to be unreasonable per se under any 
adjustment, as in the instant case. King & Co. vs. N., C. & St. L. 
Ry, Co., & i, C. C.. 41. 

In Oklahoma Corporation Commission vs. A. & S. Ry. Co., supra, 
reparation was awarded on shipments of cottonseed from Oklahoma 
origins to Sherman, Tex. In International Vegetable Oil Co. vs. A., T. 
& S. F. Ry. Co., 100 I. C. C. 240, we awarded reparation on shipments 
of cottonseed from Oklahoma origins to Fort Worth and Dallas, Tex., 
to the basis prescribed in the Oklahoma Corporation Commission case. 
In Dixie Cotton Oil Co., Inc., vs. F. W. & D. C. R. R. Co., 112 I. C. C. 
1, we awarded reparation on shipments of cottonseed from Texas 
origins to. Memphis, Tenn., to the same basis, and in Russell-Heckle 
Seed Co. vs. M. P. R. Co., 115 I. C. C. 253, in which the same 
contentions were made. as here, reparation was also awarded on 
shipments of cottonseed from Memphis to Eagle Pass, Tex. 


RATES ON COTTONSEED 


On reconsideration, the Commission, in a mimeographed 
report in No. 17261, Tallulah Cotton Oil Co. vs. Alabama & Vicks- 
burg et al., has made certain modifications in the former finding 
in 126 I. C. C. 723, to obviate fourth-section departures. The 
finding that rates on cottonseed from points in Louisiana on the 
Vicksburg, Shreveport & Pacific, Louisiana & Arkansas, and the 
Missouri Pacific, and from points in Arkansas on the Missouri 
Pacific, to Jackson and Newton, Miss., were unreasonable, award- 
ing reparation and prescribing reasonable rates for the future 
was affirmed except as to the modifications referred to. The re- 
port also embraces No. 15501, Southland Cotton Oil Co. vs. A. & 
V. et al., which was reopened for reconsideration. The rates 
now prescribed are to be made effective not later than January 
12, 1928. The findings follow: 
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Upon reconsideration we find that the rates assailed on cotton- 
seed, in carloads, to Jackson, Miss., have been since November 27, 
1923, are, and for the future will be unreasonable to the extent that 
they exceeded, exceed, or may exceed the following rates in cents 
per 100 pounds, minimum weight as at present, which we find rea- 
sonable and prescribe as maximum reasonable rates for application 
on said traffic from the points of origin to the destinations indicated, 
respectively: 

From Mansford, Talla Bena, Alligator Bayou, Enoka, Sondheimer, 
and Roosevelt, La., 16.5 cents. 

From Alsatia, Bayou Macon, Somerset, Transylvania, Balmoral, 
Bomer, Bruner Spur, and Franklin Spur, La., 17.5 cents. : 

From Epps, Newellton, Lake Providence, Lake Bruin, Pioneer, 
Darnell, Ballagio Spur, St. Joseph, Minorca, Vidalia, Tacony, Shel- 
burn, Ferriday, Chamblee Spur, Waterproof, Fisher Spur, Locust 
Ridge, Concordia, Sycamore, and Goldman, La., 19 cents. ° 
PF . Forest, Archibald, Oak Ridge, Milliken, and Gasoway, La., 
19.5 cents. 

From Frogmore, Mangham, Oak Grove, Baskin, and Terry, La., 
and Eudora, Ark., 20.5 cents. 

om Winnsboro, La., and Chicot and Indian, Ark., 21 cents. 
05 ae Kilbourne, Utility, and Chickasaw, La., and Jennie, Ark., 
-5 cents. 

From Gilbert, Foules, Clayton, Wisner, Chase, and Sicily Island, 
La., and Lake Village, Ark., 22 cents. 

From Crossett, Ark., 24.5 cents. 

We further find that the rates assailed on cottonseed, in car- 
loads, to Newton, Miss., have been since November 27, 1923, are, and 
for the future will be unreasonable to the extent that they exceeded, 
exceed, or may exceed the following rates in cents per 100 pounds, 
minimum weights as at present, which we find reasonable and pre- 
scribe as maximum reasonable rates for application on said traffic 
from the points of origin to the destinations indicated, respectively: 

From Mansford, Talla Bena, Enoka, Sondheimer, Quimby, and 
Roosevelt, La., 22 cents. ‘ 

From Alsatia, Bayou Macon, Somerset, Transylvania, Bomer, and 
Bruner Spur, La., 23 cents. = : 
From Newellton, Lake Providence, Bellagio Spur, and Fisher 
Spur, La., 23.5 cents. ‘d 
From St. Joseph, Shelburn, Pioneer, Milliken, Forrest, and Locust 
Ridge, La., 24.5. 

From Frogmore, Gasoway, Goldman, Baskin, Terry, and Oak 
Grove, La., and Eudora and Readland, Ark., 25 cents. ; 

From Winnsboro and Kilbourne, La., and Indian and Chicot, 
Ark., 25.5 cents. . 

From Clayton, Chase, Utility, and Chickasaw, La., and Jennie and 
Lake Village, Ark., 26 cents. . 

We further find that complainants, Southern Cotton Oil Com- 
pany and Delta Cotton Oil Company, and intervener Buckeye Cotton 
Oil Company, in No. 15501, and complainont Tallulah Cotton Oil Com- 
pany, J. V. Wright, lessee, and interveners Delta Cotton Oil Company 
and Southland Cotton Oil Company, in No. 17261, made shipments as 
described at the rates herein found unreasonable; that they paid 
and bore the charges thereon; that they were damaged thereby in 
the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; 
and that they are entitled to reparation with interest. They should 
comply with rule V of the Rules of Practice. The order dated Feb- 
ruary 28, 1925, in No, 15501, and the consolidated order dated May 
10, 1927, in Nos. 15501 and 17261, will be vacated, and an appropriate 
order for the future in accordance with our findings on reconsideration 
will be entered herein. 


ROUGH ROLLED GLASS RATE 


An order of reparation has been entered by the Commission 
in No. 18604, Southwestern Sheet Glass Co. vs. St. Louis-San 
Francisco et al., mimeographed, by division 4, on a finding that 
the applicable combination rate of 61 cents charged on one Car- 
load of rough rolled glass shipped from Okmulgee, Okla., to 
Salina, Kan., February 18, 1924, was unreasonable to the extent 
it exceeded 30.5 cents, minimum 40,000 pounds. Concurring in 
part, Commissioner Woodlock said he agreed the rate assailed 
was unreasonable but not to the extent found by the majority. 

Complainant showed that at the time of movement there 
was in effect from Okmulgee to Salina a joint rate of 30.5 cents 
on rough rolled glass, minimum 40,000 pounds, over the routes 
of several competing carriers. On December 16, 1924, the de- 
fendants established the same rate over the route of movement. 
The report said the record showed that the failure of defendants 
to extend the 30.5-cent rate to Salina prior to that date was due 
to a tariff oversight. Defendants expressed willingness to make 
reparation to the basis of the subsequently established rate. 


RATE ON GYPSUM BLOCK 


The Commission, by division 4, in No. 17952, American 
Gypsum Co. vs. New York Central, mimeographed, has dis- 
missed the complaint on a finding that the rate on gypsum 
block, carloads, in effect in the period June, 1923, to October, 
1924, from Port Clinton, O., to Detroit, Mich., was not shown to 
have been unreasonable or otherwise unlawful. The rate assailed 
was $2.30 per ton of 2,000 pounds. Commissioner Eastman dis- 
sented. He said there appeared to be no good reason why 
gypsum block should take higher rates than brick. 





RATE ON GROUND FELDSPAR 


In No. 18023, Hopewell China Corporation vs. Atlantic Coast 
Line et al., mimeographed, the Commission, by division 4, has 
found unreasonable the applicable class A rate of 31 cents, mini- 
mum 40,000 pounds, on ground feldspar from Trenton, N. J., to 
Hopewell, Va., for the past, present and future, to the extent 
that it exceeded, exceeds or may exceed 21 cents per 100 pounds, 
and has found complainant entitled to reparation. The rate for 
the future is to be made effective on or before December 31. 
Concurring in part, Commissioner Woodlock said he agreed the 
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rate assailed was unreasonable but not to the extent found by 
the majority. 


UNCOMPRESSED COTTON RATES 


The Commission, by division 2, in No. 19151, New Orleans 
Joint Traffic Bureau et al. vs. Gulf, Mobile & Northern et al., 
mimeographed, has found unreasonable the rates on uncompressed 
cotton from points in Mississippi and Tennessee, on the Gulf, 
Mobile & Northern and affiliated lines, to New Orleans to the 
extent they exceeded rates on compressed cotton. Reparation 
was awarded and the waiver of undercharges authorized. 

This report also covers I. and S. No. 2855, cotton from Gulf, 
Mobile & Northern stations to New Orleans, La. The Commis- 
sion found not justified the schedules which the carriers filed 
with a view to removing ambiguity and to provide definitely for 
the application to uncompressed cotton of the assailed rates. 
The suspended schedules were ordered canceled and the pro- 
ceeding discontinued. 

First class rates were imposed. The complaint alleged they 
were unreasonable, illegal, and unduly prejudicial. Rates sat- 
isfactory to the complainants were established in October, 1927, 
so the question of reparation alone was involved in the formal 
docket case. The complainants, before the change in the rates 
was made, asked for rates properly related to rates from the 
same territory to the the same destination, on the usual basis 
of the carrier’s privilege of compressing uncompressed cotton 
in transit, if and when it desired to save equipment. The Gulf, 
Mobile & Northern for some time refused to make rates on 
that basis on account of a large loss it had suffered in a fire 
which destroyed cotton while in its possession at a compress. It 
would provide for compression, in transit, at the owner’s risk. It 
provided rates on cotton uncompressed. Last fall, however, it 
provided rates on the customary basis. When there was con- 
troversy as to whether the first class rates were applicable, it 
filed new schedules to clear up that ambiguity, which, however, 
disappeared when rates on the customary basis were filed. 


INEDIBLE TALLOW RATE 


An order of dismissal has been entered by the Commission, 
division 4, in No. 17811, Norton & Co. vs. Richmond, Fredericks- 
burg & Potomac et al., mimeographed, on a finding that the 
sixth class rate of 27 cents on inedible tallow, carloads, from 
Norton Siding, Va., to New York, N. Y., rate points, was not and 
is not unreasonable. Norton Siding is five miles south of Wash- 
ington, D. C., from which a rate of 25 cents applies. The report 
said class rates to and from the points in question were now 
before the Commission in a comprehensive investigation and 
that any needed adjustment therein would be taken care of in 
that proceeding. Commissioner Eastman, dissenting, said the 
rate attacked should have been found unreasonable to the extent 
it exceeded the rate from Washington, D. C. 


MOLDING SAND FROM ILLINOIS 
In I. and S. No. 2953, Molding sand from Dallas City, IIl., 
to Burlington and Keokuk, Ia., mimeographed, the Commission 
by division 3, has found not justified proposed increased rates 
on molding sand from Dallas City to Keokuk, Ia., but has found 
justified proposed increased rates from Dallas City to Burling- 
ton and West Burlington, Ia. The present rates are 75 cents to 
Burlington and West Burlington and $1, per net ton, to Keokuk, 
from Dallas City. Prior to May 7, 1927, the rates were 76 cents 
and $1.11, respectively, and they would be re-established if the 
suspended schedules were permitted to go into effect. The 
Commission said the record was persuasive that the proposed 
rate of 76 cents would not be unreasonable from Dallas City 
to Burlington and West Burlington, but that respondent had not 
justified the proposed increase in the rate to Keokuk. The sus- 
pended schedules were canceled without prejudice to the filing 

of new schedules in conformity with the findings. 


SILK DIVISION INCREASED 


The Commission, by division 1, in No. 18672, Hoboken Man- 
ufacturers’ Railroad Company vs. Santa Fe et al., mimeographed, 
has found unjust and unreasonable a division of 5.25 cents ac- 
corded to the complainant out of the joint rate on silk from 
points on the Pacific coast to destinations on the Manufac- 
turers’ line at Hoboken, N. J., to the extent it was, is, or may 
be less than 22 cents per 100 pounds. The finding is retroac- 
tive to August 6, 1926. The complainant asked for a division 
of 25 cents out of an any quantity rate of $9 per 100 pounds on 
account of the extra expense for terminal insurance, policing, 
unloading, storing and delivering the silk. ‘The Commission 
said there could be no doubt of the increased risk of handling 
silk. It said that in the interest of efficient and economic opera- 
tion the necessity for insurance and policing was obvious. The 
complainant figured the cost of handling at something more 
than 22 cents. 


LAWN MOWER HANDLE RATES 


The Commission, by division 4, in No. 18103, Coldwell Lawn 
Mower Co. vs. New York Central et al., mimeographed, has is- 
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sued a corrected report. The correction consists of an order 
prescribing a rate for the future, in accordance with the terms 
of the decision, effective not later than January 1. (See Traffic 
World, November 19, p. 1147.) 


L. A. & S. L. EXTENSION CASE 


The Commission, by division 4, in a report on petition for 
reopening in finance No. 5548, operation of line by Los Angeles 
& Salt Lake Railroad, has denied a petition of the Salt Lake & 
Utah and its receivers for reopening. In the original report, 
124 I. C. C. 207, the L. A. & S. L. was authorized to operate an 
extension from a connection with its yard tracks at Provo, 
Utah, to the plant of the Columbia Steel Corpration, 1.87 miles 
distant. The Salt Lake & Utah objected to the operation in- 
volved. Commissioner Eastman dissented. 


STOCK OF MISSOURI-ILLINOIS 


With Commissioner Eastman dissenting, the Commission, 
by division 4, in finance No. 6325, stock of Missouri-Illinois Rail- 
road, has authorized that company to issue $750,000 of capital 
stock for distribution as a dividend to stockholders. 


UNCONTESTED FINANCE CASES 


Finance No. 6552. Atchison, Topeka & Santa’ Fe authorized to 
acquire and operate a system of mine and terminal tracks, aggregat- 
ing 34,113 feet in length, in Colfax county, N. M., and owned by the 
St. Louis, Rocky Mountain & Pacific Co. Included in the trackage is 
a main line of track extending from engineers’ station 270 plus 24 to 
Brilliant, a distance of approximately 4 miles. 

Finance No. 6538. Albany Port District, acting by and through 
its agency, the Albany Port District Commission, authorized to con- 
struct a line of railroad in Albany and Rensselaer counties, N. Y., 
3 miles long, to connect the docks under construction in the Albany 
Port District with the New York Central railroad in Rensselaer, and 
with the Delaware & Hudson and West Shore railroads in Albany. 

Finance Nos. 5862, 5863, 5865 and 5866. Supplemental report and 
order modifying previous order, 124 I. C. C. 623, so as to authorize 
the Seaboard Air Line to sell at not less than 91 per cent of par 
and accrued interest $60,000 of Jacksonville, Gainesville & Gulf first 
mortgage 6 per cent 25-year gold bonds, series A. 

Finance No. 6525. Atchison, Topeka & Santa Fe authorized to 
operate, under trackage rights, over the line of railroad of the Denver 
& Rio Grande Western between Pueblo and Portland, Colo., and to 
abandon operation over that part of its own line between the same 
points. 

Finance No. 6588. San Diego & Arizona authorized to issue from 
time to time until June 21, 1928, 6 per cent primissory notes aggre- 
gating $527,822.80 in renewal of promissory notes in a like aggregate 
amount. 

Finance No. 6192. Supplemental report and order authorizing 
Texas & Pacific to procure authentication and delivery of $14,000,000 
of general and refunding mortgage 5 per cent Fs bonds, series B, 
$7,000,000 thereof to be pledged and repledged from time to time as 
collateral security for short-term notes, the remaining $7,000,000 of 
bonds to be held in the treasury subject to the further order of the 
Commission. 

Finance No. 6540. Mobile & Ohio authorized to issue $13,879,000 
of 4% per cent refunding and improvement mortgage bonds and to sell 
them at not less than 921% per cent of par and accrued interest. 

Finance No. 6582. New York, New Haven & Hartford authorized 
to assume obligation and liability in respect of $4,500,000 of equipment 
trust certificates to be sold at not less than 101.02 per cent of par 
and accrued dividends in connection with procurement of equipment. 

Finance No. 6369. Bullfrog Goldfield authorized to abandon, as to 
interstate and foreign commerce, its 78-mile railroad extending from 
Goldfield to Beatty, Nev. Terms and conditions prescribed. 


FINANCE APPLICATIONS 

Finance No. 6604. Duluth, South Shore & Atlantic asks authority 
to abandon its branch line extending from Humboldt to Republic in 
Marquette county, Mich., a distance of 8.7 miles. 

Finance No. 6605. Texas-New Mexico Railway Co. asks authority 
to construct and operate a line of railroad from Monahans to Kermit, 
Tex., and thence through Winkler county to a point near the Texas- 
New Mexico boundary line, a distance of approximately 35 miles. The 
line would open up new territory not now served by a railroad and 
afford rail transportation to oil fields along the route, dccording to 
the application. 

Finance No. 6606. Arcade & Attica Railroad Corporation asks 
authority to issue $60,000 of bonds to replace bonds in that amount 
heretofore issued. Applicant said that on August 29, 1924, it was 
authorized to issue not exceeding $72,000 of first mortgage bonds, of 
which $25,000 were to be pledged and $35,000 were to be _ sold. 
Through a misunderstanding and an oversight, said the applicant, the 
bonds authorized to be issued were sold and none were pledged. 
Applicant asks authority to cancel $60,000 of the bonds sold in viola- 
tion of the Commission’s order and to issue new bonds to replace the 
void and invalid bonds. 

Finance No. 6607. W. H. Bremner, as receiver of the Minneapolis 
& St. Louis, asks authority to issue $375,000 of receiver’s certificates 
of indebtedness in renewal of an obligation for a like amount now 


outstanding. 
SUSPENDED TARIFFS 


In I. and S. No. 3009, the Commission has suspended from 
November 19 until June 19 schedules as published in Supple- 
ment No. 6 to the Chicago, Burlington & Quincy Railroad Com- 
pany’s tariff I. C. C. No. 16490. The suspended schedules propose 
to revise the rule for constructing combination rates on live 
stock between points on the Chicago, Burlington & Quincy Rail- 
road, and its connections, west of the Missouri river and the 
Missouri river crossings, so that no deductions will be made in 
constructing combination rates unless at least two consecutive 
commodity factors, used to make the combination rate, are sub- 
ject to the rule as published in Agent B. T. Jones’ tariff I. C. C., 
U. 8. 1. 





THE TRAFFIC WORLD 1219 


In I. and S. No. 3011, the Commission has suspended from 
November 21 until June 21 schedules as published in Supple- 
ment No. 5 to I. C. C. No. A-6835, Supplement No. 2 to I. C. C. 
No. A-7003, and Supplement No. 1 to I. C. C. No. A-7079, of the 
Missouri Pacific. The suspended schedules propose to cancel 
the present joint through and proportional rates on grain and 
grain products, from St. Louis, Mo., Kansas City, Mo., Omaha, 
Neb., and other Missouri river crossings (on traffic originating 
beyond) to destinations on the former Butler County and St. 
Louis, Kennett & Southeastern Railroads, which are now a part 
of the St. Louis-San Francisco Railway System, and to apply 
higher combination rates in lieu thereof, on shipments routed 
via the Missouri Pacific Railroad. The following statement of 
rates from Kansas City, Mo., is illustrative: 


Rates in cents per 100 pounds, on corn, carloads, to Linstead, 
Mo. (B. C.), present 21, proposed 26.5; Piggott, Ark. (B. C.), present 
21, Se 30; Kennett, Mo. (St. L. K. & S. E.), present 21, pro- 
pose De 


In I. and S. No. 3010, the Commission has suspended from 
November 21 until June 21, schedules as published in Agent 
J. E. Johanson’s I. C. C. No. 1999 and Agent B. T. Jones’ I. C. C. 
No. 1983 and various other tariffs. The suspended schedules 
propose to cancel the following rule governing the furnishing 
of suitable cars for the transportation of flour and other grain 
products as shown in various tariffs applicable from and to 
points in Western Trunk Line and Southwestern territories: 


Cars for loading flour and other grain products—For above lading 
the carriers will furnish suitable cars with tight roofs and siding 
and with interior free of debris, noxious odors, oil spots or acid spots, 
likely to damage the lading, also reasonably free from protruding nails 
and projections likely to tear sacks. 


In I. and S. No. 3012, the Commission has suspended from 
November 20 until June 20, schedules as published in Agent 
J. E. Johanson’s tariff I. C. C. No. 1983. The suspended sched- 
ules propose to increase and reduce rates on petroleum and 
petroleum products, rated 5th class or lower in the western 
classification, from southwestern producing points to points in 
Southeastern territory, via routes operating through Decatur, 
Ala., and Chattanooga, Tenn. The following are illustrative: 


. Petroleum and petroleum products, from Gainesville, Tex., rates 
in cents per 100 pounds, to Chattanooga, Tenn., present 51, proposed 
58%; Decatur, Ala., present 51, proposed 5814. 


In I. and S. No. 3014, the Commission has suspended from 
November 23 until June 23, schedules as published in Detroit 
& Mackinac Railway Company’s tariffs I. C. C. Nos. 773 and 775. 
The suspended schedules propose to revise the rates on plaster 
and other gypsum products, carloads, from National City, Mich., 
to destinations in the Central Freight Association territory, re- 
sulting in both increases and reductions. The following is illus- 
trative, rates in cents per 100 pounds on plaster, carloads, from 
National City, Mich.: 


Present rate, minimum weight marked capacity of car but not 
less than 60,000 lbs., to Chicago, Ill., 174%, to East Chicago, Ind., au- 
thorized by intermediate rule, 17%; proposed rate, minimum weight 
40,000 Ibs., to East Chicago, Ind., 21; proposed rate, minimum weight 
60,000 Ibs., to Chicago, Ill., 15%, to East Chicago, Ind., 19%. 


In I. and S. No. 3013, the Commission has suspended from 
November 25 until June 25 schedules as published in supple- 
ments Nos. 1 and 2 to Texas & New Orleans (Southern Pacific 
Lines) tariff I C. C. No. La-33. The protested schedules propose 
to cancel the interstate switching charges between Lake Charles, 
La., and West Lake, La., in so far as they apply on traffic inter- 
changed with connecting lines at Lake Charles, La. The present 
switching charge applying in connection with a line haul move- 
ment to or from Lake Charles is $8.55 per car, which, if can- 
celed, would result in the application of higher class or com- 
modity rates in lieu thereof. 


In I. and S. No. 3015, the Commission has suspended from 
November 25 until June 25 schedules as published in supple- 
ment No. 1 to Wabash tariff I. C. C. No. 6170. The suspended 
schedules propose to increase substantially all class and com- 
modity rates, 5 cents per 100 pounds, from central and western 
territories to points in New York state on the Unadilla Valley 
Railway, when movement is in connection with the Wabash 
Railway. The following is illustrative: Gluten feed, carloads— 
via Wabash-Delaware, Lackawanna & Western—Unadilla Valley 
Railway, rates in cents per 100 pounds, from Peoria, IIl., to 
South Edmeston, N. Y., present, 34144; proposed, 39%. 


In I. and S. No. 3016, the Commission has suspended from 
November 25 until June 25 schedules as published in Chicago 
& North Western Railway Company’s tariff I. C. C. No. 9790. 
The suspended schedules propose generally to revise the rules 
and charges governing the storage and handling of automobiles 
at Green Bay, Wis., on.traffic received from the Spokane Steam- 
ship Company so that automobiles may be stored only during 
the period November 15 until April 15, whereas at present stor- 
age is permitted the entire year, and also to increase the storage 
charges. , 
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COMMISSION ORDERS 


No. 19836, Hills Brothers Co. of Florida vs. Atlantic Coast 
Line et al. Bordo Packing Co. and West Coast Fruit Co. per- 
mitted. to intervene. 

No. 16494, National Fertilizer Assn. vs. Akron, Canton & 
Youngstown et al. Complaint dismissed upon complainant’s re- 
quest. . 

No. 19061, Wm. J. Towey, Inc., vs. New Haven et al.; No. 
19092, Stoll Oil Refining Co. vs. Louisville & Nashville et al.; 
and No. 19152, The Viscose Co. vs. Alabama Great Southern 
et al. Complaints dismissed upon complainant’s request. 

No. 19163, V. L. Highland and R. A. Hill, receivers for The 
Interstate Window Glass Co., vs. Chicago Great Western et al. 
Complaint dismissed upon complainants’ request. 

No. 18879, Lukens Steel Co. vs. Louisville & Nashville et al. 
Complaint dismissed, same having been satisfied. 

No. 12094, Bloedel-Donovan Lumber Mills et al. vs. Director 
General, as agent, Ann Arbor et al. Order of April 11, 1927, 
vacated and set aside. 

No. 20169, Detroit Soda Products Co. et al. vs. Aberdeen & 
Rockfish et al. The Champion Fibre Co. permitted to intervene. 

No. 16378, Altitude Petroleum Co. vs. Fort Worth & Denver 
City et al. The order entered herein on August 5, 1927, has 
been amended nunc pro tunc by striking therefrom the names 
of and all reference or direction to said carriers, St. Louis 
Southwestern Railway and Louisiana Railway & Navigation 
Company with like effect as if said names and all reference and 
direction to said carriers had not been contained in said order 
when originally entered. 

No. 19373, American” Hide & Leather Co. vs. Central Rail- 
road of New Jersey et al.; No. 19430, Alex Getz vs. Tennessee 
Central et al.; No. 19434, C. W. Peck vs. Boston & Maine et al.; 
No. 19590, Jewell Tea Co., Inc., vs. Pennsylvania; No. 19664, 
Mell & Sons Lumber Co., Inc., vs. Pennsylvania; No. 19816, 
Ruckstell Sales & Manufacturing Co. vs. Santa Fe et al.; and 
No. 20197, Sub. 1, Globe Grain & Milling Co. vs. Southern Pacific, 
dismissed upon complainant’s request. 

No. 16485 (and Sub. 3), Pendleton & Gilkey vs. Chicago, 
Indianapolis & Louisville et al.; No. 17939, Cotton States Fer- 
tilizer Co. et al. vs. Alabama & Vicksburg et al.; No. 19349, 
Monarch Leather Co. vs. Grand Trunk Western; No. 19671, 
Traffic Bureau-Chamber of Commerce vs. New York Central 
et al.; No. 19730, Traffic Bureau-Chamber of Commerce (Lynch- 
burg, Va.) vs. Charleston & Western Carolina et al.; No. 19795, 
American Zinc Products Co. vs. Chicago & Eastern Illinois 
et al.; No. 19822 (and Sub. 1), Columbus (Ga.) Chamber of 
Commerce vs. Inland Waterways Corp. et al.; No. 19982, the 
T. M. Partridge Lumber Co. vs. Minnesota & International et al.; 
and No. 20043, Stevens Co., Inc., vs. Delaware & Hudson et al., 
dismissed account complaints having been satisfied. 


No. 9672, Cameron Coal Co. et al. vs. Los Angeles & Salt 
Lake et al.; No. 17655, Oklahoma Traffic Assn. et al. vs. Santa 
Fe et al.; No. 18609, Coleman-Meadows-Pate Drug Co. et al. vs. 
Alabama Great Southern et al.; No. 19674, Dallas County, Tex., 
et al. vs. Gulf, Colorado & Santa Fe et al.; No. 19763, Buena 
Packing & Supply Co. et al. vs. Northern Pacific et al.; and 
No. 19917, Dallas Cotton Exchange et al. vs. Santa Fe et al., 
dismissed upon complainants’ request. 


No. 17639, Melchiorre Trombetta vs. Florida East Coast 
et al. Proceeding reopened for further hearing under the short- 
ened procedure on the issue of undue prejudice and preference. 

No. 19970, Owosso Manufacturing Co. et al. vs. Asherton & 
Gulf et al. St. Louis-San Francisco dismissed as a party de- 
fendant. 

No. 15026, Oklahoma Millers’ League vs. Alabama & Mis- 
sissippi et al. Proceeding reopened for further hearing as to 
rates to southeastern and Carolina territories. 

No. 13110, Minneapolis & St. Louis vs. Peoria & Pekin Union. 
Supplemental complaint in this proceeding filed therein on 


August 24, 1927, dismissed, parties having adjusted matters cov- 
ered thereby. 


Valuation No. 1078, Great North Western Telegraph Co. 
of Canada. Order of November 1, 1927, has been rescinded and 
the petition for leave to intervene filed by Western Union Tele- 
graph Co. in behalf of the Great North Western Telegraph Co. 
of Canada has been accepted and filed as a protest against the 
tentative valuation report on the property of the Great North 
Western Telegraph Co. of Canada. 

Finance No. 6427, in the matter of the application of the 
Tulsa, Wewoka & Southern Railway for a certificate of public 
convenience and necessity authorizinng it to construct a line 
of railroad between Tulsa and Ardmore, Okla. Oklahoma City- 
Ada-Atoka Railway permitted to intervene. 

The Commission has issued a corrected order in No. 17863, 
Bunker Hill & Sullivan Mining & Concentrating Co. vs. Oregon- 
Washington Railroad & Navigation Co. et al., changing the date 
in the third paragraph of the order, on the first page, to read 
February 24, 1928, in lieu of February 24, 1927, as shown in the 
original order. ’ 

Finance No. 5690, in the matter of the application of the 
New York Central for authority to acquire control, under lease, 
of the railroad systems of the Big Four, the Michigan Central 
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and Chicago, Kalamazoo & Saginaw. The Delaware & Northern 
Railroad, by Andrew M. Moreland and James J. Welch, receivers, 
permitted to intervene. 

No. 18183, rates on bituminous coal from points in Illinois 
to East St. Louis, Ill., switching district; No. 18268, St. Louis 
Chamber of Commerce vs. Alton & Southern et al., and No. 17994 
(and Sub. 1), Perry Coal Co. et al. vs. Alton & Southern et al. 
Motion of St. Louis Chamber of Commerce, dated October 27, 
1927, denied. 

No. 14150, Corporation Commission of Oklahoma vs. Abilene 
& Southern et al. Proceeding reopened for further hearing, at 
such time and place as the Commission may hereafter direct, 
for the purpose of determining whether the relationship between 
the Memphis-Arkansas interstate rates and the Arkansas intra- 
state rates result in undue prejudice to shippers engaged in 
intrastate commerce; the said application for modification of 
interstate commerce; the said application for modification of 
fourth section order No. 9133 to be assigned for hearing with the 
further hearing in this proceeding. 

Finance No. 6564, in the matter of the application of the 
Western Pacific for a certificate of public convenience and neces- 
sity authorizing the extension of its line of railroad at Wells, 
Elko county, Nev. Central Pacific and Southern Pacific per- 
mitted to intervene. 

No. 17426, West Virginia Rail Co. vs. Chesapeake & Ohio 
etal. Petition of defendant, Chesapeake & Ohio, for reargument, 
denied. 

I. and S. No. 2856, routing on cotton from Mississippi cen- 
tral railroad points to Carolina points and from Alabama points 
to south Atlantic points. Protestants’ petition for reconsidera- 
tion denied. 

No. 17954, Lammert Furniture Co. vs. Southern et al. Com- 
plainant’s petition for reconsideration denied. 

I. and S. 2748, soap and soap powder between points in 
Western Trunk Line and Illinois Classification territory, and 
I. and S. 2830, soap and soap powder between points in Western 
Trunk Line and Illinois Classification territory. Protestants’ 
petitions for reconsideration and reargument denied. 

No. 18778, Maine Spinning Co. vs. Boston & Maine et al. 
Complainant’s petition for reargument and _ reconsideration 
denied. 

No. 20046, the Pensacola Chamber of Commerce vs. Alabama 
Great Southern et al. Motion of Alabama Public Service Com- 
mission to strike complaint therein and dismiss same, denied. 

No. 18112, the Atlas Portland Cement Co. vs. Central Rail- 
road of New Jersey et al. The West Penn Cement Co. and the 
West Winfield Railroad have been permitted to withdraw their 
petition of intervention therein. 

No. 18744, the Glens Falls Portland Cement Co. vs. Boston 
& Albany (New York Central, lessee) et al. West Penn Cement 
Co. has been permitted to withdraw its petition of intervention 
herein. 

No. 16809, Carson, Pirie, Scott & Co. et al. vs. Santa Fe 


et al: Proceeding reopened for reconsideration on record as 
made. 


CONSOLIDATED SOUTHWESTERN CASES 


The Boston Wool Trade Association has asked for permis- 
sion to intervene in and become a party to the proceedings in 
No. 13535, Consolidated Southwestern Cases, and cases grouped 
therewith. 

In No. 16558, Leggett & Platt Spring Bed & Manufacturing 
Co. vs. Santa Fe et al.; No. 16124, Acme Brick Co. vs. Alabama 
& Vicksburg et al., and in No. 16978, West Texas Chamber of 
Commerce et al. vs. H. & T. C., defendants have filed petitions 
for postponement of the effective dates of the orders therein 
to a date in each case contemporaneous with the effective date 
of the orders in the Consolidated Southwestern Cases. 

In No. 17507, Humble Oil & Refining Co. vs. Beaumont, Sour 
Lake & Western et al., defendants have petitioned for post- 
ponement of effective date of order, to a date contemporaneous 
with the effective date of the orders in No. 13535, Consolidated 
Southwestern Cases. 


LUMBER REPARATION CLAIMS 


That reparation claims on certain interstate lumber ship- 
ments to Texas points will be entertained by the Southern Pa- 
cific Lines is announced by A. G. T. Moore, traffic manager of 
the Southern Pine Association, in the following statement: 


We wish to advise the receipt of the following communication 
from 8S. G. Reed, assistant traffic manager, Southern Pacific Lines, 
Houston, Tex.: 

“You may advise your members that we will entertain rep- 
aration claims on the basis of the rates effective November 1, on 
shipments originating October 15 to October 31, inclusive, under 
tariff 63-S from interstate points to Texas points where rates 
from Texas Group A to such points were reduced by the Railroad 
Commission, effective October 15, in Fonda’s Tariff 36-C.” 

Mr. Reed was chairman of the carriers’ committee with whom 
we negotiated these reductions to Texas, but, of course, he does 
not, in this matter, speak for the other lines. I am advised, how- 
ever, that the policy of the Santa Fe also is to entertain repara- 
tion claims. Under the circumstances I have no doubt but that 
Chairman Reed’s policy represents the reparation policy of all 
roads originating Arkansas and Louisiana lumber traffic moving 
to Texas destinations during the period mentioned. 


Novembe 


GRA 


In a 
western 
Hurley | 
the pre’ 
sion, by 


The 
lative en 
carload 
from Ké 
are perr 
loading, 
for inte! 
points il 
to such 
ant and 
from K 
in undu 
modities 
Joseph 
should 
intersta 
Missour 
also be 


Ex 
sive tl 
souri i 
produc 
He als 
value 
and A 
confus 
tained 
compli 
variou 
Contir 


Th 
extend 
and g! 
wester 
compa 
used | 
extend 
distur! 


] 
should 
fendal 
the pt 
produ 
Misso' 
ments 
points 
will k 
said « 
and u 
state 
Misso 
Comn 
shoul 


vs. V 
No. 

Ohio 
furtk 
shou 


undu 
and 
on ¢ 
terst 
of tl 
over 
foun 
witl 
perr 


ing 

gini 
fron 
vari 
fort 


fen 
and 
min 
tha 
inte 
unj 


tes 
upl 
to 





hern 
vers, 


nois 
ouis 
7994 
t al. 
at, 


lene 
. at 
‘ect, 
een 
itra- 
| in 
| of 
. of 
the 


the 
ces- 
lis, 
per- 


hio 
ant, 


en- 
nts 
ra- 


ym- 
in 
ind 


rn 
its’ 


is- 


Te eS 6lURee Se CS 


= —- | 





November 26, 1927 








GRAIN AND GRAIN PRODUCTS RULE 


In a proposed report on further hearing in No. 16729, South- 
western Milling Co., Inc., vs. Santa Fe et al., Examiner E. P. 
Hurley has recommended modification in part of the finding in 
the previous report, 118 I. C. C. 61. In that report the Commis- 
sion, by division 1, found, according to the examiner: 


The tariff rule of defendants published in compliance with a legis- 
lative enactment of the state of Missouri dated March 21, 1923, whereby 
earload shipments of grain and grain products moving intrastate 
from Kansas City and St. Joseph, Mo., to other points in Missouri 
are permitted to be stopped in transit for the purpose of partial un- 
loading, hereinafter referred to as the stop-over service, reasonable 
for interstate application on shipments from Kansas City, Kans., to 
points in Missouri; that failure of defendants to apply said tariff rule 
to such interstate shipments resulted in undue prejudice to complain- 
ant and other shippers of said commodities in interstate commerce 
from Kansas City, Kans., and St. Joseph to points in Missouri, and 
in undue preference and advantage to shippers of the same com- 
modities in intrastate commerce from Kansas City, Mo., and St. 
Joseph to points in Missouri; and that said preference and advantage 
should be removed by extending the like application of said rule to 
interstate shipments of those commodities from Kansas City, Kans., to 
Missouri points. The Commission further stated that the rule should 
also be extended to apply from Atchison, Kans. 


Examiner Hurley said the record as now made was persua- 
sive that the discontinuance of the stop-over service on Mis- 
souri intrastate traffic in so far as it applied to grain and grain 
products would not result in placing an undue burden thereon. 
He also said that it was apparent from the testimony that the 
value of extending the stop-over service to Kansas City, Kan., 
and Atchison, if any, had been engligible and had resulted in 
confusion. He said a reading of the Commission’s order sus- 
tained defendants’ contention that the order had been literally 
complied with but that due to the rate structure affecting the 
various points, further prejudice and discrimination had resulted. 
Continuing, he said: 


The carriers, in addition to the extraordinary service gratuitously 
extended genérally in connection with the transportation of grain 
and grain products, should not be required to originate a practice in 
western territory for which clearly no real necessity exists. The 
comparatively few instances in which the stop-over service has been 
used in Missouri afford no basis for the requirement that it be 
extended to interstate traffic in western territory, with the resultant 
disturbance of the general interstate rate structure. 

Upon all the facts of record now before it, the Commission 
should modify its conclusions by now finding that the failure of de- 
fendants to maintain a rule providing for stoppage in transit for 
the purpose of partly unloading carload shipments of grain and grain 
products moving interstate from Kansas City, Kans., to points in 
Missouri, while contemporaneously applying such rule to similar ship- 
ments moving intrastate from Kansas City and St. Joseph, Mo., to 
points in Missouri, is not unreasonable but is, and for the future 
will be, unduly prejudicial to complainant and to other shippers of 
said commodities in interstate commerce from Kansas City, Kans., 
and unduly preferential of shippers of the same commodities in intra- 
state commerce from Kansas City and St. Joseph, Mo., to points in 
Missouri, and that such undue prejudice should be removed. The 
Commission should also suggest that similar action by defendants 
should be taken with respect to Atchison, Kans. 


VIRGINIA WESTBOUND COAL 


In a proposed report in No. 14454, Wyoming Coal Co. et al. 
vs. Virginian et al.; No. 13832, Gulf Coal Co. vs. Virginian et al.; 
No. 14881, Winding Gulf Colliery Co. et al. vs. Chesapeake & 
Ohio et al.; and No. 14498, Ragland Coal Co. vs. Virginian, on 
further hearing, Examiner W. M. Carney said the Commission 
should make findings which he summarized as follows: 


1. Findings in prior reports in No. 14454, 96 I. C. C. 356 and 98 
I. C. C. 488 that the rates assailed therein were unreasonable and 
unduly prejudicial, affirmed. Establishment by the Virginian Railway 
and Norfolk & Western Railway of a route via Motoaka, W. Va., 
on coal, in carloads, from mines on the Virginian Railway to in- 
terstate destinations found to be in compliance with the order 
of the Commission, but establishment of rates from the same mines 
over a route via Deepwater, W. Va., and thence Chesapeake & Ohio 
found not to be required in the public interest or to affect compliance 
with the order. Cancellation of rates over the route via Deepwater 
permitted. 

2. Findings in prior report in No. 14498, 115 I. C. C. 147, concern- 
ing arrangements whereby complainant’s mine located on the Vir- 
ginian Railway near Pemberton, W. Va., would receive car service 
from the Chesapeake & Ohio and rates on coal from Pemberton to 
various interstate destinations affirmed with certain modifications set 
forth in the report affecting charges for switching services. 

3. Finding in prior report in No. 14831, 115 I. C. C. 113, that de- 
fendants’ failure to arrange for the extension of the same service 
and facilities to complainants’ mines as they accord certain other 
mines did not result in unjust discriminaton or undue prejudice and 
that combination rates on coal from complainants’ mines to eastern 
interstate destinations on or via the other line not unreasonable, 
unjustly discriminatory or unduly prejudicial, affirmed. 


The Commission’s decisions in Nos. 14454 and 13832 were 
tested in the courts, the Supreme Court of the United States 
upholding the order of the Commission requiring the Virginian 
to make joint rates on coal westbound, against its will, on the 
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ground, as the carrier contended, that such rates would short- 
haul it. In No. 14498, which the examiner treated as a supple- 
mental complaint, the Commission, by division 5, said that if the 
orders in the cases that were taken to the courts should be 
sustained and the railroads did not extend the findings therein 
so as to cover the complainant’s mines, the matter might be 
brought to its attention again. 

In this supplemental complaint Carney said the complainant 
brought into issue the rates from its mines via the Chesapeake 
& Ohio to destinations in C. & O., I. C. C. 10218, generally speak- 
ing, west of Chicago and the Mississippi River. The reasons 
advanced for the supplemental complaint, the examiner said, 
were that the joint through rates on the district basis were 
not established to the destination territory in question until 
the early part of 1924, by the C. & O., and therefore were not 
involved in the original complaint; that the district basis ap- 
plied from Virginian mines via the Norfolk & Western to those 
destinations, but that the Virginian refused to participate with 
the Chesapeake & Ohio in rates to such territory. The Chesa- 
peake & Ohio, Carney said, had no objection to the establish- 
ment of such rates. The Virginian, he said, asserted that it 
should not be required to establish rates to this destination ter- 
ritory in connection with the C. & O. through Deepwater, W. Va. 
These cases, the examiner said, were reopened at the request 
of the Virginian for further hearing. 


RATES ON SUGAR 


Examiner Harris Fleming in No. 19040, Texas Sugar Refin- 
ing Company vs. Alabama & Vicksburg et al., embracing also a 
sub number, Same vs. Same et al., has recommended that the 
Commission find unreasonable rates on sugar, carloads, from 
Texas City, Tex., to various destinations in Nebraska, South 
Dakota and North Dakota, prescribe reasonable rates and award 
reparation. In his conclusions and findings, the examiner said: 


In Dockets No. 13535 et al., Consolidated Southwestern Cases, 123 
I. C. C. 203, decided since the hearing in the instant case, the Commis- 
sion prescribed rates on sugar for general application throughout the 
Southwest and between that territory and certain other territories, in- 
cluding the states immediately to the east and south of North and 
South Dakota. The record discloses that the application of rates sub- 
stantially equal to those prescribed in that case for movements within 
the Southwest, extended to include the additional distances involved 
in reaching some of the points here under consideration and making 
due allowances for certain less favorable transportation conditions 
existing in the western portions of North and South Dakota, would 
result in reasonable maximum rates to the destinations here under 
consideration. 

The Commission should find that for the future the rates assailed 
will be unreasonable to the extent that they exceed, to points not 
more than 1,500 miles from point of origin, rates determined by first 
ascertaining the through first-class or column 100 rate according to 
the southwestern scale set forth in Appendix 18 to Consolidated South- 
western Cases, supra, for the total distance determined in accordance 
with finding 15, page 384 of that report and then applying the rate 
opposite thereto in column 30 of Appendix 13 thereof; and to points 
more than 1,500 miles from point of origin, to the extent that the 
rates assailed exceed 30 per cent of the column 100 rates shown in 
the following table, fractions to be resolved to the nearest whole cent, 
and distances to be computed in accordance with finding 15 herein- 


above referred to: 

Column 100 Rates in 

Cents per 100 Lbs. 

1,550 miles and over 1,500 325 
1,600 miles and over 1,550 
1,650 miles and over 1,600 
1,700 miles and over 1,650 
L,7oe MOS GME GVEL 1 TOO occ cccccwescvecess Scien ipraiata ; 
L,5U0 GRIER BU CVO BTRO occkic cic cncwcccesevicns aloe eon pitas 357 


provided that to Deadwood and Rapid City and to such North Dakota 
destinations as lie west of a line following the Missouri River from 
the South Dakota state line to Bismarck, N. Dak., and then due 
north to the Canadian border, the rates may be made higher than 
those above set forth, to the extent which would result from adding 
to the column 100 rates in the above table or in the aforesaid south- 
western scale, as the case may be, the differentials authorized in 
Appendix 18 to Consolidated Southwestern Cases, supra, for applica- 
tion in Texas and Oklahoma differential territory, such differentials to 
be applied for so much of the mileage as lies west of the line described. 

In applying the above bases, groupings of origins or of destinations, 
or both, may be observed similar to those authorized in Consolidated 
Southwestern Cases, supra. The Commission should further find 
that the rates charged complainant’s shipments were unreasonable to 
the extent that they exceeded the rates contemporaneously applying 
on the same commodity from New Orleans to the same destinations; 
that complainant made shipments under the rates herein found unrea- 
sonable and paid and bore the charges thereon; and that it is entitled 
to reparation in the amount of the difference between the charges paid 
and those which would have accrued on the basis herein found to 
have been reasonable during that period, with interest. Complainant 
should comply with Rule V of the Rules of Practice. Some of the 
shipments were undercharged and the collection of such undercharges 
should be waived. 





CAR OF CEMENT OVERCHARGED 


In No. 19752, Lehigh Portland Cement Co. vs. Alabama 
Great Southern et al., Examiner E. L. Glenn has recommended 
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an award of reparation on a finding that a carload of cement 
shipped from North Birmingham, Ala., to Thibodaux, La., was 
overcharged. Charges were collected on the basis of a com- 
bination rate of 33.5 cents. The exminer found a rate of 31 
cents was applicable under the combination rule. 


LUMBER DEMURRAGE APPLICABLE 


Examiner J. Hamilton Smith has recommended dismissal 
in No. 19725, Milne Lumber Co. vs. Detroit, Grand Haven & 
Milwaukee et al., on a finding that demurrage charges collected 
for detention of a carload of lumber at Detroit, Mich., were 
applicable. 


REPARATION ON BOILERS 


An award of reparation has been recommended by Examiner 
R. J. Olentine in No. 19514, Simms Oil Co. vs. Texas & Pacific 
et al., on a finding that a class A rate of $1.02 on boilers, car- 
loads, from Wortham, Tex., to Norphlet, Ark., was unreasonable 
to the extent that it exceeded 72 cents. The examiner said that, 
under Consolidated Southwestern Cases, 123 I. C. C. 203, maxi- 
mum reasonable rates would be established on boilers between 
the points here considered and that no order for the future was 
necessary. 


RATES ON HIDES, PELTS, ETC. 


Dismissal has been recommended by Examiner Paul A. Col- 
vin in No. 19495, Western Carolina Shippers’ Association vs. Ab- 
erdeen & Rockfish et al., on a finding that rates on hides, pelts, 
skins, animal grease, tallow and scrap metals, in less than car- 
loads, from points in South Carolina to Asheville, N. C., in the 
past, are not shown to have been unreasonable or unduly pre- 
judicial. The Commission was asked to prescribe rates not ex- 
ceeding those fixed by the mileage scale in Southern Class Rate 
Investigation, 100 I. C. C. 518, 109 I. C. C. 300, 113 I. C. C. 200, and 
128 I. C. C. 567, and to award reparation. The examiner said the 
instant case concerned but a small part of the rate structure 
under consideration in the Southern Class Rate Investigation and 
that the relief sought, if granted, would amount to prescribing 
in advance of the effective date of the order in that case, the 
rates there contemplated, including removal of fourth section 
departures. He said no finding as to the future should be made 
because of the likelihood that the rates prescribed in the general 
investigation would be established in the near future. 


RATE ON STEAM ROAD ROLLER 


On a finding of inapplicability, Examiner Paul A. Colvin 
has recommended an award of reparation in No. 19472, City of 
Lakeland, Fla., vs. Atlantic Coast Line et al., on a shipment of 
one steam road roller from Springfield, O., to Lakeland, Fla. A 
combination rate of $2.135 was charged. Complainant contended 
that a road roller was a machine and therefore entitled to the 
class N rating, for the haul between Jacksonville, Fla., and des- 
tination. The examiner said the Commission should find that 
the class N rate was applicable to the transportation from Jack- 
sonville to Lakeland. 


RATES ON AUTOMOBILES 


Examiner Jesse C. Harraman has recommended dismissal 
in No. 19484, C. R. Gleason Company of Bottineau, N. D., et al vs. 
Ann Arbor et al., on a finding that rates on automobiles, car- 
loads, from points in Wisconsin, Missouri, Illinois, Minnesota, 
Michigan and Indiana to Bottineau and Minot, N. D., are not un- 
reasonable. He said dismissal should be without prejudice to the 
findings in No. 17000, part 2, western trunk line class rates. 
He said the decision therein would cure any wrongs that might 
exist in the rates assailed. 


TIN CANS AND CANNED GOODS 


Examiner Richard Yardley, in a proposed report in No. 
19646, Gopher State Canneries, Inc., vs. Santa Fe et al., has 
recommended that the Commission find that the rate charged for 
the transportation of tin cans from Chicago to Winsted and 
Watertown, Minn., is and for the future will be unreasonable 
to the extent it exceeds, exceeded or may exceed 37 cents per 
100 pounds, minimum 20,000 pounds, and that complainant is 
entitled to reparation. He further recommended that the Com- 
mission find that the rate for the transportation of canned goods 
from Winsted and Watertown to San Francisco and Los Angeles 


and other California points be found unreasonable for the future , 
to the extent it may exceed $1.05, minimum 60,000 pounds, and , 


$1.30, minimum 40,000 pounds. 
RATES ON LIVE STOCK 

In No. 19361, Richmond Union Stock Yards Co. vs. Chesa- 
peake & Ohio et al., Examiner Leslie H. McDaniel has recom- 
mended that rates on live stock, carloads, from Richmond, Va., 
to Baltimore, Md., be found unreasonable but not unduly preju- 
dicial, that reasonable rates be prescribed and that reparation 
be awarded. The Richmond (Va.) Chamber of Commerce inter- 
vened in support of the complaint with a view to obtaining a 
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reduction in the rates so as to enlarge the Richmond market, 
said the examiner. The recommendation is that the Commission 
should find that the rates assailed were and are unreasonable, 
but not unduly prejudicial, to the extent they exceeded and 
exceed the rates and minimum weights contemporaneously main- 
tained on like traffic from Falling Creek, Va., to Baltimore, Md., 
and for the future will be unreasonable to the extent they exceed 
the same rates, with minimum weights per standard car the 
same as approved in livestock to, from and between points in 
southeast, 74 I. C. C. 419, and for cars of greater size the same 
as were contemporaneously maintained in connection with the 
rates from Falling Creek to Richmond. 


RATES ON CURED SALMON 


Examiner J. C. Harraman has recommended dismissal in 
No. 19278, Northern Products Corporation et al vs. Southern Pa- 
cific et al., on a finding that rates on mild cured salmon, car- 
loads, from points on the Pacific Coast to destinations on the 
Atlantic Coast, were not and are not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. 


RETURNED EMPTY BEVERAGE BOTTLES 


An award of reparation has been recommended by Examiner 
T. P. Wilson in No. 19439, Sheboygan Beverage Co. vs. Chicago 
& North Western et al., on a finding that the rate on a less- 
than-carload shipment of returned empty beverage bottles, in 
barrels and cases, from Tulsa, Okla., to Sheboygan, Wis., was 
unreasonable to the extent that it exceeded one-half of the appli- 
cable fourth-class rate. 


INTRASTATE FUEL OIL SHIPMENTS 


On a proposed finding that shipments of fuel oil, carloads, 
from East Providence, R. I., to Darlington, R. I., were intrastate 
shipments, Examiner C. E. Simmons has recommended that the 
complaint in No. 19566, United States Finishing Co. vs. New 
Haven, be dismissed for lack of jurisdiction. The oil originated 
at points in Texas and was unloaded direct into storage tanks of 
the Gulf Refining Co. at East Providence, R. I. The examiner 
said complainant’s shipments were drawn from the oil com- 
pany’s general storage supply. He said the Commission, in con- 
sidering shipments of oil under substantially similar circum- 
stances, found in Washington Dehydrated Food Co. vs. G. N., 
102 I. C. C. 363, that it was without jurisdiction to entertain 
the complaint. 


RATES ON BEVERAGE BOTTLES 


Examiner Albert A. Mattson has recommended dismissal 
in No. 19758, Val Blatz Brewing Company vs. Chicago, Milwau- 
kee & St. Paul et al., on a finding that carload rates on glass 
beverage bottles, returned empty in wooden cases, from Sioux 
Falls, S. D., and Sioux City, Ia., to Milwaukee, Wis., were not 
unreasonable or otherwise unlawful. 





WOOL AND MOHAIR TRANSIT 


In a proposed report in No. 18193, Boston Wool Trade 
Association vs. Apache Railway et al., Examiner William H. 
Smith has recommended dismissal of the complaint on a finding 
that failure of defendants to provide for stopping in transit at 
directly intermediate points to complete loading of wool and 
mohair originating at stations on the Santa Fe in Arizona and 
New Mexico, in lieu of or in addition to the existing concentra- 
tion arrangement, has not subjected complainant to the pay- 
ment of rates and charges that are unreasonable, unjustly dis- 
criminatory or unduly prejudicial. 


RATES ON POWER PUMPS, ETC. 


Dismissal has been recommended by Examiner T. P. Wilson 
in No. 19621, Mabie-Lowrey Hardware Company vs. Santa Fe 
et al., on a finding that rates on power pumps, pump heads, and 
parts, less-than-carloads,, from Los Angeles, Calif., to Roswell, 
N. M., are not unreasonable. 


RATE ON ROUGH-QUARRIED MARBLE 
Examiner J. P. McGrath has recommended dismissal in No. 
19630, Hilgartner Marble Company of Baltimore City vs. Balti- 
more & Ohio et al., on a finding that the rate on rough-quarried 
marble, carloads, from New York harbor points to Baltimore, 
Md., was and is not unreasonable. 


RATES ON POTATOES 


Examiner Kenneth J. McAuliffe has recommended dismissal 
in No. 19662, Bacon Brothers vs. Indiana Harbor Belt et al., on 
a finding that rates charged on potatoes, carloads, from certain 
points in Wisconsin and Minnesota to Horse Cave, Bowling 
Green and Russellville, Ky., were applicable. 


ABANDONMENT OF LINE 


In a proposed report in finance No. 6335, abandonment of 
portion of branch line by Western New York & Pennsylvania 
Railway et al., Examiner T. F. Sullivan has recommended that 
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the Commission authorize the Western New York & Pennsyl- 
vania to abandon, and the Pennsylvania Railroad Company, 
lessee, to abandon operation of, that portion of the Wolf Creek 
pranch extending from Carmona to Redmond, in Mercer and 
Butler counties, Pa., but that authority to abandon that part of 
the branch between the spur leading to mine No. 5 and Car- 
mona, in Lawrence and Mercer counties, Pa., be denied. The 
part of the line applicants wish to abandon is a little over 7 
miles long. The part between the spur referred to and Car- 
mona is about 3 miles long. Residents of Liberty township, 
Mercer county, protested against abandonment of the latter 
part of the branch. 


PROPOSED REPORT INNOVATION 
The Trafic World Washington Bureau 


Attorney-Examiner Hagerty and Examiner Clifford may 
“have started something” when, in three cases heard by them 
at Duluth and Minneapolis, they filed proposed reports on the 
record at the close of the hearing. (See Traffic World, Novem- 
ber 19, p. 1152.) They have at least started a discussion as to 
whether such a practice really would shorten cases. There has 
been some informal discussion among the examiners as to the 
value of the innovation in.furtherance of the Commission’s effort 
to shorten the time between the filing and the disposition of 
a case. 

No action has been taken on the matter by the Commission. 
No specific time is set by the rules when an examiner must 
file a report in a proposed report case. Filing of proposed re- 
ports at the conclusion of a hearing, however, makes it im- 
possible for an examiner to look over the possible precedents 
the Commission has on such a case. He can use only such 
precedents as he may have in mind when the hearing is ended 
to help him in the writing of a case, plus such as may have 
been cited by the attorneys in the case at bar. 

Cases before the Commission are not private disputes such 
as are disposed of by courts. There is always a greater or lesser 
public interest in every case before the Commission, hence the 
possibility of the attorneys in it not bringing to the attention 
of the examiners all the cases bearing on the questions they 
put before the Commission. That is the substance of one argu- 
ment that has been made in the informal discussion started by 
Hagerty and Clifford. It is supposed to militate against the 
innovation. An argument in favor of the change is that there 
are hundreds, if not thousands, of cases before the Commission 
every year which do not involve any principles and are of in- 
terest only to the immediate parties which ought to be disposed 
of almost out of hand. Some have tried to characterize them 
as unimportant cases. Commissioner Meyer, the evangelist of 
speed by means of the shortened and modified procedure docket 
methods, has always objected to the characterization, of any 
case before the Commission as unimportant. It is important to 
the parties, is one of the points he has made against the use 
of that adjective. He might be induced to subscribe to the use 
of simple if he were required to use an adjective of any sort. 

One of the fears expressed by those who doubt the wisdom 
of the innovation is that it will constrain young examiners, with- 
out much background of experience in Commission work, to 
dive into water of unknown depth, by making reports at the 
end of hearings, with disastrous results to themselves, either 
because the water is too shallow to permit of diving or that it 
is too deep and wide for the inexperienced man. 


The greatest objection, however, is to the fact that by spread- 
ing the proposed reports on the record made at the hearing they 
will be given only the minimum of publicity. It is believed to 
be a fact that many traffic managers depend on the proposed 
reports as much as on the complaints to keep them advised as 
to the occurrence of things in which they have an _ interest, 
remote, not direct. Under the routine now observed, the reports 
of the examiners are made public in the same manner as reports 
of the Commission. 


Unless the examiners were required to send copies of their 
reports to the Commission instantly upon their filing, the interval 
between the making of the reports and their promulgation for 
the benefit of the public, probably, would run into weeks, instead 
of, as now, a few days. 


A thought on the subject is that, even with the utmost care, 
the reports would be subject to more criticism, by the parties 
to the case, than to the reports upon which the examiners had 
taken more time. 


In the three cases disposed of under the novel procedure, the 
facts seemed simple and the disposition of the cases compara- 
tively easy. One of the proposed reports has been received by 
the Commission, but the others have not yet been placed in the 
dockets in the possession of the docket division of the Com- 
mission. The proposed report in hand advises the Commission 
to dismiss No. 19946, Cutler-Magner Co. vs. C. M. & St. P., on a 
finding that a rate of 29.5 cents on line from Duluth, Minn., to 
Merrill, Wis., between August 9, 1925, and September 4, 1926, 
was, is, and will be unreasonable to the extent it exceeded, ex- 
ceeds or may exceed 17 cents, and to award reparation. 


THE TRAFFIC WORLD 1223 





DEPRECIATION CHARGES CASE 


Criticisms of the Commission’s proposed plan in respect of 
depreciation accounting for steam railroads in behalf of the 
Presidents’ Conference Committee on Federal Valuation of Rail- 
roads, were voiced in the case that has been on hearing before 
Commissioner Eastman and Examiner Bunten since early in No- 
vember (see Traffic World, November 19, p. 1144) by J. J. Ekin, 
comptroller of the Baltimore & Ohio. The proposed plan, em- 
bodied in an order issued by the Commission, extends the de- 
preciation accounting requirements to cover classes of property 
not now covered, including fixed property. 

The new accounts, according to Mr. Ekin, would be based 
upon estimates. He said that many of the requirements in the 
proposed plan would be “arbitrary, theoretical” and tend to in- 
crease the cost of transportation. Pointed opposition was ex- 
pressed to the requirement that the railroads set up an account 
to represent “past accrued depreciation.” Mr. Ekin said that that 
would be “inequitable when the rates prescribed by regulatory 
bodies as the basis of earnings have not, in the past, been such 
as to provide for the accrual of such depreciation as part of 
operating expenses.” 

Mr. Ekin said that on the basis used by the Commission’s 
valuation bureau for calculating depreciation the percentage for 
deduction was 21 per cent of the carrier’s investment accounts. 
He said that after allowing for the accrued depreciation already 
set up in the accounts for equipment, the total would be $2,790,- 
900,373. The profit and loss balance of the Class I railroads, 
with which comparison should be made, Mr. Ekin said, was 
$3,055,826,658 on December 31, 1926. 

It was evident, Mr. Ekin said, that the purpose in mind was 
to hold this sum of money against the investment in the prop- 
erty; in short, to have it support the deduction made by the 
Commission’s bureau of valuation for accrued depreciation in 
finding the values of the carriers’ property. That that valuation 
depreciation was not a small item, Mr. Ekin said, could readily 
be determined by using, as a basis, the Commission’s reports of 
cost of reproduction less depreciation as found in its valuations 
of the property of the carriers. 


Application of the proposed plan to the accounts of the 
Baltimore & Ohio, on the basis of the Commission’s tentative val- 
uation report at the rates used by the Commission, Mr. Ekin said, 
would produce so-called “past accrued depreciation” in an amount 
which would wipe out the total corporate surplus accumulated by 
the Baltimore & Ohio in its corporate existence of 100 years, the 
accumulated surplus being $81,482,923. He said the Baltimore 
& Ohio, however, “in no way accepts” the rates of depreciation 
applied in the tentative report. 


It would be a hardship on the carriers, Mr. Ekin said, to 
set aside such a large amount for past accrued depreciation. 
With balance sheets produced by such accounting, he said, the 
future financing of the carriers would be very difficult. His 
thought was that to introduce this theoretical basis of account- 
ing would probably arrest the present desirable development of 
financing of carriers through stock issues and no doubt would 
add to the cost of transportation by increasing the rates of 
interest and the discount carriers would have to stand in obtain- 
ing funds. 


To illustrate the amount of guessing the order required the 
carriers to do in setting up new accounts, the accounts to be 
based on the inventories and prices of the physical property 
taken by the Commission in its valuation work, Mr. Ekin took 
a bridge, a piece of fixed property, and said: 


Under the order the carrier is required to estimate in the future 
what it may do to a bridge, under the conditions of the future which 
are not known, that will extend its life, and in making this estimate 
the cost of the future so-called extraordinary repairs and the esti- 
mated additional life that will be put in the bridge must be con- 
sidered and given weigh in determining the rate of depreciation which 
will be applied, not only for past accrued depreciation but which will 
be applied in determining the current charges for the so-called de- 
preciation accounting provided for equalization of the so-called ex- 
traordinary repairs. 

It is my firm conviction that the accounting for maintenance and 
upkeep of track structure should be charged currently to operating 
expenses as replacements are made. 


The accounts proposed by the Commission, F. W. Charske, 
vice-president and comptroller of the Union Pacific, said, would 
be false and misleading, would increase the cost of accounting, 
would benefit no one and would have a harmful effect. Mr. 
Charske said that if the depreciation accounting plan were to 
be made effective, it should provide for charging past accrued 
deprecation to future operating expenses instead of to profit 
and loss, because the Commission now held that depreciation was 
an operating expense. He said there was no chance of collect- 
ing that past operating expense from patrons of the railroad. 
There was no justification, in law or equity, he said, for setting 
up accrued depreciation by a charge to profit and loss. Under 
the proposed plan, he said, several billion dollars would be set 
up immediately on the books in an effort to correct what the 
Commission asserted to have been an error in stating operating 
expenses, net income, and surplus in the past, under the ac- 
counting regulations prescribed by it. 
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K. C. S. VALUATION RULING 


After hearing argument in the case in which the Kansas 
City Southern challenged the Commission’s valuation of its 
property, the Supreme Court of the United States November 
22 announced that the case was controlled by the decision of 
the court in the Los Angeles and Salt Lake valuation case and 
that an order to that effect would be entered. . 

The Kansas City Southern, in the lower court, was successful 
in its attack on the valuation order. The government appealed 
to the Supreme Court and urged dismissal of the suit on the 
ground that the issue was similar to that involved in the Los 
Angeles and Salt Lake case. In that case the highest court 
held that an order of the Commission simply fixing the valua- 
tion of a carrier’s property could not be reviewed in court until 
the valuation was used in some other case, as, for example, in 
a case in which the valuation was used as a gate base. The 
order of the court probably will be made public next week 
and it is expected that it will require dismissal of the Kansas 
City Southern suit by the lower court. 


CANADIAN REPARATION CASE 


In an opinion by Justice Butler, in No. 235, News Syndicate 
Company vs. New York Central et al, on certificate from the 
United States Circuit Court of Appeals for the Seventh Circuit, 
the U. S. Supreme Court, November 21, answered questions put 
by the lower court with respect to the jurisdiction of the Com- 
mission to entertain complaints about rates from Canada to the 
United States and to make awards of reparation on findings of 
unreasonableness. The court said the Commission had power 
to entertain such complaints and award reparation on account 
of the failure of the U. S. carriers to perform their duty under 
the interstate commerce act with respect to establishment of 
rates from the international boundary to destinations in the 
United States. In this case, joint rates on newsprint paper from 
Throld, Ontario, to New York, were in issue, the Commission 
having awarded reparation on account of the unreasonableness 
of such joint rates. 

In delivering the opinion of the court, Justice Butler said: 


Plaintiff in error sued for amounts of reparation awarded by the 
Interstate Commerce Commission. Defendants in error demurred 
to the complaint, asserting that it failed to state a cause of action 
and that the Commission’s order was void for want of jurisdiction 
because it dealt solely with charges for transportation from a point 
in Canada to a point in the United States. The district court sus- 
tained the demurrer and gave judgment of dismissal. The case was 
taken to the Circuit Court of Appeals; and after hearing the parties, 
that court certified certain questions concerning which it desires in- 
structions for the proper decision of the cause. 


The certificate shows that June 28, 1923, plaintiff in error com- 
plained to the Interstate Commerce Commission against defendants 
in error and others that during the preceding two years it shipped 
numerous carloads of newsprint paper from Thorold, Ont., to New 
York City, and bore charges exacted by defendants in error based 
on through rates of 37 cents per hundredweight prior to July 1, 
1922, and 33.5 cents thereafter, and that these rates and portions 
thereof applicable to the transportation within the United States 
were excessive, unduly discriminatory and unjustly prejudicial in 
violation of the interstate commerce act; that the Commission found 
the rate in force between August 26, 1920, and July 1, 1922, un- 
reasonable to the extent it exceeded 32 cents and the rate thereafter 
applied unreasonable to the extent it exceded 29.5 cents, and that 
plaintiff in error suffered damages in respect of its shipments after 
July 2, 1921, in the amounts by which the charges were so found to 
be unreasonable and was entitled to reparation from the carriers that 
PS ne aye in the transportation of those shipments within the United 

ates.”’ 


The reports of the Commission set out in the certificate (95 I. 
Cc. C. 66; 102 I. C. C. 365) show that Thorold is a place in Ontario 
on the Canadian National Railways, 30 miles from Black Rock, N. 
Y., where connection is made with the New York Central, Delaware, 
Lackawanna & Western and other lines, and twelve miles from 
Suspension Bridge, N. Y., where connection is made with the New 
York Central, Lehigh Valley and other lines, and that Black Rock 
is 414 miles and Suspension Bridge is 447 miles from New York City. 
The rates complained of applied over several railroads from each of 
these junctions. No rates were made or published for the trans- 
portation from the international boundary to New York City. The 
Commission did not determine what would be just and reasonable 
rates for this transportation. 

The questions certified follow: 


1. Where a railroad of the United States and a railroad of the 
Dominion of Canada unite in the publication of a joint through 
rate from a point within the Dominion of Canada to a point within 
the United States, the rate covering transportation both in Canada 
and the United States, has the Interstate Commerce Commission of 
the United States jurisdiction, on complaint of a shipper or consignee 
made against the United States railroad alone, to determine the 
reasonableness of such joint through rate? 

2. Where a shipper or consignee of freight shipped to it at a 
destination in the United States from such point in the Dominion of 
Canada has paid at destination to the United States railroad the 
full published joint through freight rate thereon, has the Interstate 
Commerce Commission, upon a finding by it that such joint through 
rate was unreasonable and unjust, but in the absence of a finding 
that the charges for the transportation in so far as it took place 
with the United States were unjust and unreasonable, jurisdiction 
to make an order for the payment of damages to such shipper or 
consignee in the amount that the entitre transportation charges on 
the basis of the joint through freight rate exceeded the charges which 
would have been assessed on the basis of the point through rate found 
by the Commission to have been reasonable? 

3. When the Interstate Commerce Commission had made such 
an order against the United States carrier alone for the payment of 
damages arising from its finding of the unreasonableness of such 
published joint through rates, can a suit thereon, under section 16 


THE TRAFFIC WORLD 








Vol. XL, No. 22 





of the interstate commerce act, be maintained solely against the 
United States carrier? 

4. Did the district court err in sustaining the demurrer to the 
said petition? 

As to question 1—The interstate commerce act applies to the lines 
that carried, and to the transportation of, the paper from the in- 
ternational boundry to New York City. It was the duty of de- 
fendants in error to establish just and reasonable rates for that 
service. They failed to make or publish any rate applicable to that 
part of the transportation. Section 8 makes them liable for damages 
sustained in consequence of such failure. Had the through rate 
been just and reasonable, no damages would have resulted to plain- 
tiff in error. Its right to reparation does not depend upon the amounts 
retained by defendants in error pursuant to agreed divisions. Louis- 
ville & Nashville R. R. Co. vs. Sloss-Sheffield Co., 269 U. S. 217, 231. 
Their breach of the statutory duty was <eoreeneass cause of the 
losses complained of. The failure to establish rates covering the 
transportation from the international boundary contravened the pro- 
vision of the act and compelled plaintiff in error to pay the through 
charges complained of. The Commission had jurisdiction to determine 
whether plaintiff in error was entitled to an “award of damages 
under the provisions of this act for a violation thereof.’’ And it was 
the duty of the Commission to ascertain the damages sustained. It 
is obvious that, in the ascertainment of damages, the Commission 
— Y ceeataine to determine the reasonableness of the charges ex- 
acted. 

As to the question 2—The Commission did not specifically find 
whether the portion of the charges fairly attributable to transporta- 
tion within the United States were excessive to the extent that the 
through rates were found unreasonable. While the findings seem to 
indicate that the Commission held the entire excess should be charged 
against the American lines, we shall consider the question on the 
basis therein stated. The Canadian lines furnishing the transportation 
from Thorold to the international boundary were not before the Com- 
mission and were not sued. The defendants in error participated in 
the making of the through rate and actually collected the excessive 
charges. By their failure to comply with the act, plaintiff in error 
was compelled to pay charges based on the through rates. On the 
facts stated, the Commission was authorized to hear the complaint, 
and had jurisdiction to make the order. The question should be 
answered in the affirmative. 

As to question 3—The statement of the case and what has been 
said as to questions l.and 2 make it plain that this question should 
be answered in the affirmative. 

As to question 4—Section 239 authorizes the Circuit Court of Ap- 
peals to certify to this court ‘‘any questions or propositions of law 
concerning which instructions are desired for the proper decision 
of the cause.’’ It is well settled that this statute does not authorize 
the lower court to make or require this court to accept, a transfer 
of the case. The inquiry calls for decision of the whole case. If 
is not specific or confined to any distinct question or proposition o 
law, and therefore need not be answered. The Folmina, 212 U. S. 354, 
363; U. S. vs. Bailey, 9 Pet. 267, 273-274; U. S. vs. Mayer, 235 U. S. 
55, 66, and cases cited. Question 1 is answered ‘‘Yes, for the ascer- 
tainment of damages.’’ Question 2 is answered ‘‘Yes.’’ Question 3 is 
answered ‘‘Yes.’’ Question 4 is not answered. 


SUPREME COURT ACTION 


In an opinion by Mr. Justice Stone, the Supreme Court of 
the United States, November 21, in No. 63, Kansas City South- 
ern Railway Co., petitioner, vs. R. E. Ellzey, a personal injury 
case, reversed the United States Circuit Court of Appeals for the 
Fifth Circuit. A trial jury found for the Kansas City Southern. 
The Court of Appeals reversed the judgment, holding an in- 
struction given by the trial judge was erroneous. 

In No. 577, St. Louis & San Francisco Railroad Co. et al., 
petitioners, vs. E. B. Spiller et al., in an opinion by Mr. Justice 
Brandeis, the court denied a motion by Spiller to amend the 
judgment of the court and retax the costs in St. Louis & San 
Francisco Railroad vs. Spiller, 274 U. S. 304, which was decided 
May 16, 1927. 

In No. 74, Andrew W. Mellon, Director-General ,as agent, 
petitioner, vs. Thomas E. O’Neil, a personal injury case, the 
court, in an opinion by Mr. Justice Sanford, dismissed a writ 
of error for want of jurisdiction and denied certiorari. The 
writ was brought to review a judgment of the Appellate Divi- 
sion of the Supreme Court of New York, which affirmed a 
judgment against the Director-General. 

In No. 53, Gulf, Colorado & Santa Fe Railway Co., petitioner, 
vs. Mrs. Olena Moser, administratrix, a personal injury case, 
the court, in an opinion by Mr. Justice McReynolds, reversed 
the Court of Civil Appeals, Third Supreme Judicial District, 
State of Texas. 

In No. 66, State of Washington on relation of Stimson Lum- 
ber Co. vs. E. V. Kuykendall et al., in an opinion by Mr. Justice 
Butler, the court affirmed a decision of the Supreme Court of 
Washington upholding an order of the Department of Public 
Works as to a rate for towing logs from Clifton to Lake Union 
in Seattle, Wash. 

In No. 67, City of Hammond, Ind., vs. Schappi Bus Line, 
Inc., and No. 68, City of Hammond vs. Farina Bus Line & Trans- 
portation Co., the court, in opinions by Mr. Justice Brandeis, 
sent the cases back to the district court for further proceedings. 
The cases involve attempts of the motor lines to obtain injunc- 
tions preventing enforcement of a city ordinance concerning the 
operation of bus lines in Hammond. Justice Brandeis said many 
questions relating to interstate operation of bus lines and the 
entering of cities by such lines had not been considered. The 
cases came from the Circuit Court of Appeals for the Seventh 
Circuit. The district court denied applications for an inter- 
locutory injunction and the Court of Appeals reversed the de- 
crees. The highest court said, in effect, that the cases should 
go back to the district court, that pending the suit an injunction 
should be issued, and that the district court should have liberty 
to allow amendment of the pleadings. 
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In No. 57, Chicago, Burlington & Quincy vs. Wells-Dickey 
Trust Co., a personal injury case, the court, in an opinion by 
Mr. Justice Brandeis, reversed the Supreme Court of Minnesota. 

Petitions for writs of certiorari weer granted in No. 472, 
Southern Pacific vs. Haglund, as administrator, and in No. 473, 
Southern Pacific vs. Moore Shipbuilding Co. 

Petitions for writs of certiorari were denied in the following 
cases: 

No. 447, Aldredge vs. Baltimore & Ohio; No. 452, Missouri 
Pacific vs. Russell; No. 466, City of New York vs. New York 
Central; No. 470, Missouri Pacific vs. Woodward; No. 475, Pere 
Marquette vs. Farrelli; No. 478, Van Dusen Harrington Co. 
vs. Illinois Central; No. 492, Union Fregiht Railroad Co. vs. 
Bachelder & Snyder Co.; No. 495, Clinchfield Railroad Co. vs. 
Dunn, administrator; No. 508, American Railway Express Co. 
vs. Terry Packing Co.; No. 525, Haldeman, administrator, vs. 
Reading; Nos. 529, 530 and 531, A. W. Mellon, as Director- 
General, vs. World Publishing Co. et al., and No. 541, Bachus- 
Brooks Co. vs. Northern Pacific. 





GRAIN ELEVATION CONCESSION CASE 


The Supreme Court of the United States, in No. 571, Spencer 
Kellogg & Sons, Inc., vs. United States of America, this week 
denied the application for a writ of certiorari, addressed to the 
Circuit Court of Appeals for the Second Circuit. The effect of 
the denial is to uphold the lower courts in their decisions that 
the payment of money to shippers, by Spencer Kellogg & Sons, 
Inc., to influence the routing of grain through its elevators, was 
a concession out of the published rate. The payment was made 
out of money railroads paid to the elevator company for elevat- 
ing grain from the lakes to cars at Buffalo. The railroads 
objected to the payments, claiming they constituted violations 
of the Elkins anti-rebate law. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


a taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 








LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas, Galveston.) Where pota- 
toes are damaged while in interstate shipment, the liability of 
the carriers is governed by the federal law and decisions of 
federal courts.—Beaumont S. L. & W. Ry. Co. vs. Farmers’ Co-Op. 
Sweet Potato Curing Co. of Rosepine, La., 298 S. W. Rep. 454. 

Where potatoes sustained injury during an interstate ship- 
ment on which they had been transferred from the initial car- 
rier to a connecting carrier, latter carrier was liable only for 
the damage resulting from its own negligence, in view of U. S. 
Comp. St., sec. 8604a et seq.—Ibid. 


In suit by shipper against the connecting carrier for dam- 
ages to potatoes in interstate shipment, finding that there was 
no evidence of the bad condition of the potatoes when delivered 
to the connecting carrier by the initial carrier, though contrary 
to the evidence, held not to require reversal, where the evidence 
showed at least a large part of the damage to the potatoes in 
shipment was by the defendant connecting carrier’s negligence 
in keeping car vents closed.—Ibid. 

Where evidence in a suit against a connecting carrier for 
damage to potatoes in interstate shipment showed that at least 
a part of the damage was caused by defendant’s failure to keep 
open the vents in the car, resulting in overheating, such carrier 
could not escape liability merely by showing that the potatoes 
were damaged to some extent when received from the initial 
carrier.—Ibid. 

Where, in suit by shipper against a connecting carrier for 
injuries to potatoes in interstate transit, evidence showed that 
at least a part of the damage was due to defendant’s negligence 
in keeping car vents closed, the burden was on latter, in order 
to escape liability in whole or in part, to show that such dam- 
age as it disputed its liability for occurred on the initial line.— 
Ibid. 


STOLEN MERCHANDISE CASES 


“During the period from February, 1926, to May, 1927, George 
H. Campbell and nine others engaged in extensive thefts from 
interstate commerce near Atlanta, Ga.,” says a statement issued 
by the Department of Justice. “The thefts were committed from 
cars on railroads operating out of Atlanta, and only about $560 
worth of the stolen merchandise was identified and recovered. 
They (defendants) were all given present sentences of a year 
and a day, and additional suspended sentences were imposed 
upon two of them to begin at the expiration of the sentence of 
a year and a day. Two others were sentenced to two years, 
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with additional suspended sentences of five years, making a total 
of the nine sentences of 30 years and three days. 

“During August and September last William E. Raph, alias 
William Sloane and Elmer Painter were alleged to have carried 
on a series of box car robberies from the Grand Trunk Railroad 
yards at Flint, Mich. The amount of merchandise stolen was 
estimated at about $3,000. An elaborate system of thievery and 
disposition of the goods was conducted by these men, who were 
indicted at Bay City, Mich., where they entered pleas of guilty, 
and Raph was sentenced to serve four years and Painter three 
years in the United States penitentiary at Leavenworth.” 


FINAL VALUATION REPORT 
Valuation No. 65, Great Southern Railroad Co., opinion No. B-589, 
130 I. C. C. 682-95, final value for rate-making purposes of property 
owned and used for common carrier purposes found to be $678,660, as 
of June 30, 1916. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


Armies of figures began being paraded before Commission- 
ers Campbell and McManamy and Examiners Koch and McGrath 
when on the fourth day of the hearing on I. and S. No. 2967, 
Lake Cargo Coal from Kentucky, Tennessee, Virginia and West 
Virginia to Lake Erie ports, traffic managers, civil engineers 
and operating officials began taking the witness stand to show 
that the rates proposed in the suspended schedules would be 
remunerative and not cause a burden to be laid upon other 
traffic. ‘Some of the figures showed that the reduced rates 
would yield more than existing rates on coal for comparable 
hauls and service and to that extent they were not wildly out 
of line. 

Foundation for such figures were laid by R. C. Parsons, 
assistant to the superintendent of transportation of the Louis- 
ville & Nashville, and Mr. Copeland, an engineer on the Ches- 
apeake & Ohio, who filed profile maps. Mr. Parsons testified 
as to operating conditions on that road. 

G. D. Brooks, general manager of the Chesapeake & Ohio, 
submitted figures to show that the average out-of-pocket cost 
of transporting lake cargo coal from the Kanawha, Logan and 
Big Sandy fields to Toledo was 74.96 cents per net ton. He 
said the average cost of transporting tidewater coal from those 
fields to Hampton Roads was $1.09. 

A. P. Gilbert, freight traffic manager of the same road, said 
the proposed rates were on the same level as on other coal 
transported under similar conditions and more remunerative 
than the rates on some of the company’s coal traffic. Lake and 
tidewater coal, he said, constituted concentrated tonnage, the 
lake tonnage being equal to 23 per cent of the total westbound 
coal tonnage in 1926 and the tidewater coal 65 per cent of the 
total eastbound. The proposed rate from Kanawha, he said, 
would yield 5.1 mills per ton mile. The present tidewater rate, 
he said, yielded 4.34 mills per ton mile. Averaging the tide- 
water and the proposed lake rates, he said, resulted in a rev- 
enue of 5.09 mills per ton mile on the proposed lake rates and 
4.14 mills on the tidewater coal. Car-mile revenues from the 
proposed lake rates, Mr. Brooks said, would be 28.49 cents and 
from the tidewater rates, 24.29 cents. The revenue from all- 
coal, he said, would be 5 mills per ton mile or less than the 
revenue from the proposed lake rates. 

John E. Teal, a civil engineer on the Chesapeake & Ohio, 
submitted comparisons of train service costs on lake coal from 
the Logan field on the Chesapeake & Ohio and from the Fair- 
mont field on the Baltimore & Ohio. He treated the Chesapeake 
& Ohio and the Hocking Valley as one road and assumed, for 
the purpose of his figures, that the Baltimore & Ohio used 
locomotives in its lake trade of the same types as were used 
by the Chesapeake & Ohio and the Hocking Valley. He then 
rated the assumed engines in accordance with the grades 
shown by a profile map of the Baltimore & Ohio route from 
the Fairmont field. The Logan coal went to Toledo, O., and the 
Fairmont coal to Lorain, O. The train service cost for the 
Chesapeake & Ohio, he said, was 26.9 cents per ton and the 
Baltimore & Ohio, 27.3 cents; the cost per car to the Chesa- 
peake & Ohio, $14.78, and the Baltimore & Ohio, $15.01, all 
figures covering costs for the round trip. Train service costs, 
he said, amounted to about one-third of the out-of-pocket cost 
of transporting coal. These figures were put into the record 
to supplement the cost study figures put in by General Man- 
ager Brooks. 

The railroad side of the case came to an end, for the time 
being at least, when the testimony in behalf of the three big 
railroads serving the southern fields was completed. When they 
announced that they had completed their side of the case, Com- 
missioner Campbell asked whether there were any more rail- 
road witnesses to be heard. There was no response. Mr. Camp- 
bell then said the side of the shippers supporting the southern 
lines would he heard. 

Seemingly that development surprised J. V. Norman, appear- 
ing for shippers supporting the reduction, and Ernest 8S. Bal- 
lard, representing Ohio operators. They pointed out that north- 
ern lines were parties to the suspended tariffs but that nothing 
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had been heard from the Pennsylvania, Baltimore & Ohio or 
New York Central. Those carriers, under the routine concur- 
rence each carrier gives to its neighbors, are parties to the 
tariffs reducing the rates from the southern mines 20 cents a 
ton. In theory they are as responsible for the proposal as the 
southern lines. However, they did not offer anything either in 
justification or in denunciation of the suspended schedules. They 
entered appearances at the beginning of the hearing but up to 
the time the southern lines had finished their justification they* 
had not said anything. 

Commissioner Campbell, when he failed to obtain any re- 
sponse from any of the railroads other than the three southern 
lines, told J. V. Norman and other attorneys appearing for 
southern shippers to proceed with their side of the case. A long 
line of southern operators and sellers of southern coal then 
took the stand to say, in one form or another, that they would 
be driven out of the northwestern markets, to which lake cargo 
coal goes, if the reduction were not allowed; that the lage cargo 
trade was attractive because it enabled them to keep their or- 
ganizations intact and thereby cut down the unit cost of produc- 
tion of all coal, although many times lake coal was sold at less 
than cost and always on a most narrow margin. The general 
statement, as to prices, was that the southern mines could not 
absorb any part of the 20-cent increase in the spread of rates 
the Commission made when it ordered a reduction in the rates 
from Ohio and Pennsylvania. 

Testimony to the foregoing effect was given by William M. 
Wiley, W. T. McGee, C. R. Moriarity, H. Q. Wasson, A. T. Wel- 
don, Carroll Robinson, D. C. Kennedy, J. E. Westervelt, Oscar 
Deyerle and B. H. Keeney. Mont Z. White, state senator and 
president of the senate gf West Virginia, described industrial 
and social conditions in the territory involved and said that put- 
ting West Virginia out of the lake market would mean great loss 
to the state. Nearly all the witnesses admitted that some of 
the lake trade would remain to the southern mines on account of 
facts that were more potential than prices because of the quali- 
ties of some of the coal produced in the state. 

Commissioner Campbell provoked a discussion of the rele- 
vancy of the testimony by inquiring of E. L. Greever what the 
purpose was in offering it, adding that it seemed that the Com- 
mission’s decision in No. 15007, the formal docket lake cargo 
coal case, disposed of many of the points on which the testimony 
that was being offered seemed to bear. 

Mr. Greever said that conditions had changed since No. 
15007 had been decided. The witnesses that were being exam- 
ined were backing up the assertion made by the southern lines 
that unless the reduction was allowed the southern lines would 
lose tonnage. 

Commissioner Campbell suggested that he desired to pre- 
vent the offering of cumulative testimony, especially as to the 
cost of production, which he said was covered in No. 15007. 
He said that testimony of that character was allowed in that 
case but that an examination of the decision in that case would 
show that the decision was based on transportation conditions 
and not on costs of production. 

Later in the day, also with a view to preventing the con- 
sumption of time, Mr. Campbell raised the question as to wnether 
the Commission could use the testimony that was being offered. 
He said he was asking the questions with a view to a clarifica- 
tion of the case as it went along. 

“Obviously the Commission can use it,’ said Charles E. 
Elmquist, who had been cross-examining witnesses to bring out 
the effect of the proposal of the southern lines on the coal trade 
in the northwest. “The Commission is interested in knowing 
what traffic moves or does not move on rates.” 

Mr. Norman reiterated that the testimony went to show that 
unless the reduction was permitted to go into effect the pro- 
posing carriers would lose tonnage. 

Answering an observation made by Commissioner Camp- 
bell as to what the Commission had done in No. 15007, Robert 
E. Quirk said the Commission had done three things in that case. 
The first was to find the rates from the northern mines unrea- 
sonable, and the second, that there was no discrimination ques- 
tion in the case. 

“And then,” added Mr. Quirk, “the Commission went off the 
record and said the southern roads would not be justified in re- 
ducing their rates.” 

When Commissioner Campbell said he hoped to limit the 
cross-examination so as to make progress, Mr. Elmquist said 
that he intended to cross-examine operating witnesses to bring 
out the facts in which the northwest was interested. 


Mr. Kennedy, in his testimony, showed figures that indi- 
cated that operators, members of the Kanawha Operators’ As- 
sociation of which he is the secretary, suffered a loss of 2.7 
cents per ton on the 32,000,000 tons of lake cargo coal they 
shipped in 1925 and 1926. Mr. Keeney, of the Mid-West Coal Co., 
said that in 1926 the lake coal that company shipped cost $1.683 
and the realization was only $1.58 per ton. In 1925, he said the 
cost was $1.69 and the realization was $1.71. He said that fail- 
ure to reduce the rates would result in that company’s exclu- 
sion from the lake trade. He said the company could not absorb 
even 5 or 10 cents a ton. At times when the difference between 
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cost and realization was great, he said, the company took orders 
for lake coal only to the extent it felt obliged to do so to retain 
customers. 

A tentative program for further proceedings in the case was 
put out on November 21 by Commissioner Campbell for the 
consideration of those in interest. He suggested that the present 
hearing be closed the next day; that it be resumed at Minne- 
apolis, November 29, for the benefit of the northwestern con- 
sumers of coal and that it be closed in time to enable Commis- 
sioner McManamy and himself to attend the regular monthly 
conference of the Commission on December 5 and 6; and that 
the hearing be resumed in Washington after the argument in 
No. 15006, the anthracite investigation, the latter being set for 
December 7 and the following day. 

“Some suggestion has been made for the holding of night 
sessions,” said Mr. Campbell. “I have never worked at night 
and I am opposed to it. But I will begin as early in the morning, 
even at 6 o’clock in the morning, as any of you might desire.” 

“But 6 o’clock in the morning might only be a continuation 
of the night work of some of us,” suggested one of the attorneys. 
No arrangement, however, was made for any early morning 
testimony, the earliest of the hearings thus far held by Com- 
missioner Campbell having been started at 8:30 o’clock. 

Testimony at the beginning of the second week of the case 
was a continuation, in character, of that which had been brought 
forward when the southern railroads completed their justification 
of the proposed 20 cents per ton reduction, until the southern 
operators put George H. Parker, a consulting accountant, on the 
stand. He backed up the cost study figures put into the record 
by the Cheapseake & Ohio. He figured the cost of carrying 
lake cargo coal by the Chesapeake & Ohio and the Hocking 
Valley at $1.58 per ton. That figure includes an allowance for 
taxes and return on capital. In answer to questions by Com- 
missioner Campbell, the witness said that it was true that 
assumptions had to be made in making cost studies, but that “to 
a reasonably decent extent you can get the cost, including taxes 
and return on capital.” Mr. Parker said he had used the same 
methods as those used by Mr. Oliver, in No. 15007, the formal 
docket lake cargo coal case, in figuring costs for the northern 
operations. He said that the Chesapeake & Ohio figures were 
a little too high if one desired to make.-a criticism of them. 

John Callahan, general manager of the Southern Coal & 
Coke Company, formerly traffic manager for the National Coal 
Association, said that labor conditions were changing in the 
northern fields; that the northern operators were putting in 
mechanical devices for preparing their coal more thoroughly than 
ever before and therefore the southern operators had to be fear- 
ful of the cut of 20 cents in the rates ordered by the Commis- 
sion. The Commission’s order in that respect had caused can- 
cellation of orders booked by the southern operators, he -said. 

Answering a question put by Commissioner Campbell, Mr. 
Callahan said the northwestern consumer would get the benefit 
of the cut in rates ordered by the Commission to the extent 
the northern part of the coal industry had to give them the 
benefit of it. In answer to a question by Mr. Elmquist, he said 
he had no knowledge of any reductions in prices, but he knew 
orders had been canceled. 

In answer to questions by Robert E. Quirk, the witness said 
it was true there were strikes in Illinois, Indiana, Ohio and 
Pennsylvania, but that it was also true that, notwithstanding 
such strikes, the country had, for the first time, been supplied 
with coal without any abnormal increases in prices. Mr. Quirk 
asked other questions to show that since 1917, when the Com- 
mission had increased the difference between mines in Ohio and 
those south of the river from 25 to 40 cents, there had been no 
“normal” year in the coal industry. 

August G. Gutheim asked what had caused the cancellation 
to which the witness referred. 

“Lower prices from other fields,’ said Mr. Callahan. 

Hugh T. Wilson, president of the Red Jacket Coal & Coke 
Company, Inc., operating in the Williamson district, said that the 
20 cent increase in the spread would put that company out of 
the lake cargo business. Any cut in the spread, he said, would 
have that effect. He said it would be impossible for the south- 
ern mines to close for three or four months in a year and then 
hope to resume when the market was such that they could sell. 

Holly Stover, an operator and seller of coal, said lake cargo 
coal to the southern operator was like the balance wheel of a 
watch. The northern fields, he said, had an immense market 
at their doors and could dismiss the lake market and never 
think of it again. He said that there was an interlocking in- 
terest between northwestern or upper lake dock companies and 
northern operators so that, in effect, the southern operators had 
to sell their coal to their competitors. 

Similar testimony, as to the adverse effect of the narrowing 
of the spread, was given by B. W. Whitfield, a veteran operator 
in the Harlan, Ky., field. He said the southern operators could 
not absorb any cut in the spread. 

Questions of law involved in the case were brought promi- 
nently into incidental discussions in the course of the hearing 
on November 21. Ohio complainants in the formal docket lake 
cargo coal case, by Ernest S. Ballard, stated the position they 
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took in the matter. Mr. Guthheim, attorney for the Pittsburgh 
operators, also took part in the discussion that resulted from 
Mr. Ballard’s statement. 

While Mr. Parker was on the stand, Mr. Norman asked him 
if it was the theory of the law that the country should be de- 
prived of the benefit of the efficient and favorably located rail- 
roads for the protection of the less efficien tand less favorably 
located lines. 

“Didn’t we take that position in the New England divisions 
case?” asked Commissioner Campbell. 

“You didn’t deprive the country of anything in that case,” 
said Mr. Norman, in answer to that suggestion. “You did take 
something from some of the carriers for the benefit of other 
carriers.” 

Mr. Ballard said that as to the lawfulness of the rates of 
$1.71 and $1.86 proposed by the southern carriers, the position 
of the Ohio complainants in the formal docket case was that 
they were unlawful in that they were relatively unreasonably low 
and discriminatory in comparison with the rates from the north- 
ern districts. 

Commissioner Campbell inquired whether the claim as to 
discrimination went to the extent of a claim of discrimination 
by one set of carriers against another. 

Mr. Ballard said the claim was different from the claim of 
discrimination made in the formal docket case. Mr. Campbell 
said that the Commission’s decision in that case, until changed 
or reversed, was the law on the subject. 

“I think that means that the decision in No. 15007 (the 
formal docket case) is the law in so far as the facts in that case 
are concerned,” said Mr. Ballard. ‘We think the discrimination 
in this case is different. We will ask for a finding and an order 
such as the Commission made in regard to coal from points 
on the Detroit, Toledo & Ironton, 64 I. C. C. 564, in which the 
Commission forbade changes unless made from other points.” 

Mr. Guthheim said that the position of the Pittsburgh op- 
erators was practically the same as that of the Ohio operators, 
but that they claimed that the rates were in violation of section 3. 

George N. Brown, for southern Ohio operators, said that, in 
the interest of time conservation, it had been agreed that Mr. 
Ballard should call the witnesses, but he wished to say that 
that did not mean giving up the right to be heard in argument 
and on brief. 

Answering questions by Mr. Elmquist, Mr. Ballard said the 
Ohio complainants would contend that the rates would not be 
lawful unless there were corresponding and contemporaneous 
reductions in rates from Ohio and Pennsylvania. Attorneys for 
the southern operators wanted to know how there could be 
contemporaneous reductions in rates from Ohio and Pennsyl- 
vania, the carriers serving those fields not having proposed any. 

“I think our power in an I. and S. proceeding,” said Mr. 
Campbell, “is as broad as in a general investigation.” 

“Yes, in so far as rates involved are before you,” said Mr. 
Norman, “but Ohio and Pennsylvania rates are not before you 
in this case.” 

Before and after those clashes about the law on the sub- 
ject and the power of the Commission, testimony of the sort 
that had been coming in was placed in the record in behalf 
of the moving roads. D. C. Kennedy was recalled to supplement 
his testimony about costs and realizations by the operators who 
claimed that if the reductions were not allowed they would be 
driven out of the lake trade. By adding data concerning the 
Logan field he changed the net result of the lake trade for the 
districts for which he was speaking from a loss of 2.07 cents 
per ton to a gain of 1.6 cents per ton. 

Frank Hunter, of the Virginia Coal & Iron Co., with mines 
in southwestern Virginia, said that the operators in that terri- 
tory, with a production of 14,000,000 tons a year, although they 
had tried, were unable to get into the lake trade for a volume 
in excess of 100,000 tons because of the rate of $2.06 from their 
mines. He said his interest in the case arose from the fact 
that if the other southern districts were deprived of their lake 
tonnage, they would enter the markets to which the Virginia 
operators shipped on account of their more favorable rates. 

F. M. Livesy, on behalf of the West Virginia commission, 
had testimony as the effect of any diminution of the coal 
business of West Virginia communities placed in the record by 
C. McD. England, for Logan county; Charles M. Gahen, for the 
city of Huntington; Herbert Markle, for Bluefield; Hal M. Scott, 
for Beckley; and E. M. Keatley, for Charleston and southern 
West Virginia. 

In behalf of Ohio operators, W. E. Tytus, president of the 
Sunday Creek Coal Company, said that, notwithstanding dif- 
ferences in freight rates as high as 63 cents per ton, southern 
coal was being placed in Columbus, O., the home of the Hocking 
and other Ohio district companies, in the ratio of three or four 
tons to one of Hocking. He said that in the last few years 
it had been almost impossible for Hocking coal to get into the 
lake trade at all. 

A plea for the reduced rates proposed by the southern lines 
was made by Governor Theodore Christianson, of Minnesota, 
who was called as a witness by Mr. Elmquist. The governor 
said he was not a rate expert and never hoped to be. There- 
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fore his statement was from the point of view of the consumer 
of coal. He asked the Commission to cancel its order suspend- 
ing the reductions. Minnesota, as a state, used 100,000 tons a 
year in its institutions said the governor, therefore he was 
speaking as a consumer, in his official capacity. 

“As I see it the issue in this case is whether prosperous 
railroads serving West Virginia, Virginia, Tennessee and Ken- 
tucky shall be permitted to make voluntary reductions of 20 
cents per ton,” said the governor. “Stated in another way, the 
issue is as to whether the Interstate Commerce Commission, a 
branch of the United States government, will prevent con- 
sumers of lake cargo coal from securing the benefit of reduc- 
tions of 20 cents offered voluntarily by coal carrying roads which 
are abundantly able to share their prosperity with the public. 
I surmise the reduction ordered by this Commission helped 
Ohio and Pennsylvania operators more than it did the con- 
sumer. 

“The only public injuriously affected by this proposed re- 
duction are the Ohio and Pennsylvania coal operators who seek 
to increase their distribution into northwestern territory at the 
expense of the southern railways and the northwestern con- 
sumers. I am no rate expert, nor ever expect to be, but I cannot 
escape the conclusion that a freight rate which compels Poca- 
hontas to pay 60 cents more per ton to the Lake Erie ports 
than Pittsburgh coal, and that requires screenings from the 
southern fields to pay from 45 to 60 cents per ton more than 
screenings from the Pittsburgh district is a situation which 
militates against the northwest and ought to be corrected.” 

J. D. A. Morrow, president of the Pittsburgh Coal Co., ap- 
peared, under subpoena, as a witness for the southern operators. 
They called their principal competitor as their witness because 
Mr. Gutheim, attorney for the Pittsburgh interests, would not 
permit them to put into the record copies of articles attributed 
to Mr. Morrow in which he set forth the millions the Pittsburgh 
company was spending to put in machinery for cleaning and 
handling coal at an increased cost, and the fact that the com- 
pany was going to operate with labor not subject to the United 
Mine Workers of America. Mr. Morrow explained the plans of 
the company in detail, saying among other things, that the in- 
stallation of the machinery would increase the cost of produc- 
tion from 20 to 38 cents per ton. He said the company expected 
to be able to convince its customers that carefully cleaned coal 
at a higher rate per ton, would be cheaper in the end than other 
coal not so carefully graded in the cleaning processes. 

The attorneys for the southern operators, at various points 
caused Mr. Morrow to put into the record declarations as to the 
move in the northern mines from union to non-union labor, ob- 
viously intending to show the Commission that the northern 
operators had come to the conclusion that they needed to change 
their methods in hiring labor and in the handling of coal so as 
to be able better to compete with their clients, and, that such 
changes being in the process of making the old spread in rates 
was ample to put the two sets of operators on a keenly competi- 
tive basis. The object of the changes was to lessen cost of pro- 
duction, in some directions, and increase the output of the com- 
pany to 18,000,000 tons a year, said Mr. Morrow. 

The examination and cross-examination of Mr. Morrow took 
a wide field, including intricate questions as to prices. He said 
the northwestern consumers got some benefit from the reduc- 
tion in rates ordered by the Commission because the Pittsburgh 
company at least reduced its own price to a point where the 
consumer would buy. He said he did not mean to be under- 
stood as saying there was a 20 cent reduction to all, but that 
those who had contracts calling for movements in price to reflect 
changes in freight rates did get their coal 20 cents less. 

One of the expenses of production mentioned by Mr. Mor- 
row was that caused by the necessity for having guards at the 
company’s mines, night and day. 

“That is on account of your transfer from United Mine 
Workers’ basis to non-union basis,” said Mr. Norman. 


Mr. Morrow said the company found it necessary to have 
guards on account of fires and dynamitings and that relief from 
that expense he did not expect in the near future. He did not 
unqualifiedly admit that that expense was caused by the shift 
of the company from union to non-union labor. 


Commissioner Campbell and others asked about prices, the 
net result of which was that in the making of prices reductions 
in freight rates were but one factor and that the Pittsburgh 
company was not reducing prices below a point it considered 
necessary to meet competition; also that the company would 
not, as a rule, reduce prices below a point where it could make 
some profit. The company, he said, had cut its quotations, as a 
result of the reduction in the freight rates, 20 cents below prior 
quotations on grades in which there was competition the com- 
pany desired to meet. He said another cut of 20 cents would 
result in a cut of 20 cents, under the contracts, but not on other 
coal and would put the competition between the northern and 
southern coal on the basis it was before the reduction on 
August 10. 

“Prior to the reduction there were strikes and lock-outs in 




















































































































the northern fields, were there not?” asked Mr. Quirk. Mr. 
Morrow assented to that declaration, but he said he did not ex- 
pect strikes and lock-outs when he said another 20 cent cut 
would restore conditions as they had been prior to that time. 

Moses R. Glenn, chairman of the Kentucky commission, said 
coal was of vital concern to Kentucky. He asked that the 20 
cent reduction be permitted to become effective. 

Northern railroads, at the afternoon session of November 
22, under more or less pressure of Commissioner Campbell, de 
fined their position in the case. They advocated disposition of 
the present case by having the rates restored to what they were 
prior to the reduction of August 10. 

W. N. King, of the New York Central, made a general state- 
ment to that effect for all the northern lines, except the Wheel- 
ing & Lake Erie. He added that the northern lines had nothing 
to say on the question of the spread between the two fields. 
The Norfolk & Western and the Louisville & Nashville ap- 
proved that stand, D. Lynch Younger making a statement for 
Norfolk & Western, and W. A. Northcutt for the Louisville & 
Nashville. 

A. P. Martin, for the Wheeling & Lake Erie, said that that 
carrier agreed with the northern lines as to what should be 
done in regard to restoration of the rates, but said it disagreed 
as to the spread or differential. He said the Wheeling & Lake 
Erie was interested in that question. 

“T am not an executive of the Chesapeake & Ohio,” said 
W. S. Bronson, general attorney for the Chesapeake & Ohio. 
“As counsel for that carrier I am not prepared to say what 
should be done.” 

The failure of Bronson to follow the Norfolk & Western 
and the Louisville & Nashhville was regarded as particularly 
significant in view of thé fact that in presenting its part of the 
case, the Chesapeake & Ohio presented figures tending to show 
that the rates following the reduction of 20 cents a ton proposed 
by the southern carriers would be remunerative for the Chesa- 
peake & Ohio. In view of that fact it was not surprising that 
the Chesapeake & Ohio did not follow the lead of the other 
carriers for a restoration of the higher rates. 

Bronson objected to the Wheeling & Lake Erie saying it was 
interested in the spread because, as he pointed out, it was not 
a party to the joint rates and had no line of its own into the 
southern fields. 

In the course of the afternoon Mr. King also said that if 
the reduction proposed by the southern lines was permitted to 
go into effect, the New York Central and the Baltimore & Ohio 
would feel constrained to meet that reduction from mines on 
their lines into the Kanawha field. He said those carriers did 
not reduce the Kanawha rates when the Chesapeake & Ohio 
filed the tariffs under suspension. Those tariffs reduced the 
Kanawha rate from mines on the Chesapeake & Ohio, leaving 
the operators with mines on the Baltimore & Ohio and the New 
York Central on the old level. 

After the carriers had defined their positions, the northern 
lines sent their coal men to the witness stand to back up a 
declaration made by Mr. King to the effect that the northern 
lines could not afford the reduction in revenue that would result 
from the proposal of the southern lines. 

Testimony along that line was presented by Roy S. Curran, 
for the New York Central; J. A. McCort, auditor of the Wheeling 
& Lake Erie; J. T. Carbine, for the Pennsylvania, and Edward 
Briggs, for the Wheeling & Lake Erie. The latter said that 
if the 20 cent reduction was permitted to become effective, he 
was prepared to recommend to the management of that road 
that it make a like reduction, because he deemed it necessary 
to do that much toward getting back some of the tonnage op- 
erators along that line used to ship. 


Mr. McCort presented figures to show that on the basis of 
1926 coal tonnage the reduction proposed by the southern lines 
would cause a reduction of $1,326,000 on coal from northern 
mines. Mr. Carbine presented figures to show that if the re- 
duction were permitted to go into effect the northern lines would 
suffer a loss of revenue on coal from southern mines amounting 
to $1,626,000. In addition, Mr. Carbine offered the opinion that 
permitting the reduction would tend to break down the rate 
structure of the northern lines on all-rail coal, the key rate of 
which, he said, was the one to Chicago, which point could also 
be reached by lake cargo coal. 

The hearing was adjourned when Mr. Briggs completed his 
testimony, to the Nicollet Hotel, Minneapolis, on November 29. 


TO FIGHT LAKE CARGO COAL CASE 


The consumers of lake cargo coal in Michigan, Wisconsin, 
Minnesota, and North and South Dakota have perfected an organ- 
ization, known as the Northwest Lake-Coal Consumers, for the 
purpose of procuring a reduction of 20 cents a ton on bituminous 
coal from mines in Kentucky, Tennessee and the Virginias to 
Lake Erie ports for transshipment by water. The following 
officials have been elected: President, James McNaughton, 
president, Calumet & Hecla Consolidated Company, Lake Lin- 
den, Mich.; vice-president, J. E. Bryan, secretary-treasurer, Wis- 
consin Paper Mills Traffic Association, Chicago, Ill.; treasurer, 
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J. D. Forrest, assistant to president, By-Products Coke Corpora- 
tion, Chicago, Ill.; secretary, W. H. Pugh, president, W. H. 
Pugh Coal Company, Racine, Wis. 

The concerns in the organization are large manufacturers 
and large consumers of lake cargo coal. They include the In- 
ternational Harvester Company, the Calumet and Hecla Con- 
solidated Company, the Ford Motor Company, the By-Products 
Coke Corporation, Wisconsin and Minnesota paper interests, 
the Morton Salt Company, the Algoma Steel Company, and many 
others. Closely allied with the new organization are the regu- 
lating commissions of Minnesota, Wisconsin, Michigan, and North 
and South Dakota. Approximately 20,000,000 tons of coal con- 
sumption yearly are said to be represented by these interests, 
The notice announcing the new organization says: 


For a number of years a very bitter controversy has been waged 
before the Interstate Commerce Commission by coal producers in 
the coal fields in Pennsylvania, Ohio, and the southern states men- 
tioned above. There has been a fixed differential in the rates be- 
tween various fields ranging from 18 cents to 43 cents above the Pitts- 
burgh rate to Lake Erie Ports. Business has been established and 
continued on that rate structure, and this differential has permitted 
the consumers of the northwest to obtain an ample supply of coal 
under strong competitive conditions. Operators in the Pittsburgh 
and Ohio fields have maintained that they should have a lower rate 
to the lake ports and that the spread should be widened between their 
mines and those in the southern states. Southern operators bitterly 
contested this claim. 

In 1925 the Commission, in a decision involving the differential 
as between the Inner and Outer Crescent mines, refused to disturb 
the rate structure and dismissed the complaint. The case was re- 
opened, and thereafter in May, 1927, the Commission reversed its for- 
mer decision by reducing the rates 20 cents per ton from the Ohio and 
Pennsylvania fields and intimated emphatically that the southern 
railroads should not make a corresponding reduction to protect the 
industries which they serve. By this decision the long existing dif- 
ferentials were increased a further 20 cents per ton, thus making 
them range from 28 cents to 63 cents and thereby restricting the 
competitive market which the northwest has always enjoyed. 

Fearing that this increase would seriously affect producers on 
their lines, the southern railroads filed tariffs with the Commission 
seeking to make a corresponding reduction of 20 cents a ton, thus 
restoring the old relationship and competitive conditions. These 
tariffs were suspended and the immediate issue now before the Com- 
mission is whether those rates should be permitted to go into effect 
or be permanently suspended. This reduction is offered by railroads 
that are among the most prosperous in the country and is made for 
the purpose of protecting industries operating along their own lines 
without at the same time imposing any additional burden upon any 
other class of traffic or precipitating a rate war between the Carriers. 

The amount involved represents approximately $5,000,000 a year 
and the Northwest Consumers feel they are entitled to that reduction 
in their fuel cost. 

This new organization will take an active part in presenting evi- 
dence and argument before the Interstate Commerce Commission. It 
is very evident that the whole northwest is aroused as never before 
over a rate question and they will strongly insist that the United 
States government should not set up any artificial barriers that will 
prevent them from getting their fuel at a reduced price and under 
strong competitive conditions. 

Consumers and dealers generally are keenly interested in this case 
because it concerns the price of steam coal, domestic coal, and coal 
used for special purposes, as well as the important question of being 
entitled , receive coal from any eastern field in any quantity that 
is desired. 


HOCH-SMITH PETROLEUM 


Reference to the government’s effort to find a way for con- 
serving petroleum resources was made in a number of briefs 
filed in No. 17000, part 4, rates on petroleum and petroleum 
products. Attorneys for the Eastern Trunk lines quoted utter- 
ances of President Coolidge, the Federal Oil Conservation Board, 
Secretary Work, the Bureau of Mines, D. W. Moffitt and M. L. 
Requa, the two last mentioned being witnesses in this inves- 
tigation, as a foundation for a conservation plan of their own. 


“No one, upon reviewing the present record,” they assert. 
“can doubt that the production and refining of petroleum, espe- 
cially on the midcontinent field, has developed in a wasteful 
and improvident manner. It would clearly not be sound 
economics to reduce the efficiency of the existing facilities of 
transportation. It follows that one of the most readily available 
means of discouraging the excessive production which now exists 
in the midcontinent, and possibly in some other fields, would 
be to increase the freight rates. Manifestly, any reduc- 
tion of the rates on petroleum products would run _ directly 
counter to the public interest in conservation of petroleum 
resources.” 


They referred to the rates from the midcontinent to the east 
as subnormal and to those from Texas and Louisiana points 
via the lower Mississippi and Ohio River crossings as “grossly 
subnormal.” They said that in the interest of the petroleum 
interests as a whole, of the railroads as a whole, and the public 
that condition “should be corrected by rate increases to be 
enforced by minimum rate orders.” 


Attorneys for the southern carriers, in a 407-page brief, ask 
that their clients be subjected to no adverse order whatsoever 
and that this proceeding be discontinued in so far as they are 
concerned. They also ask, among other things, that the Com- 
mission find rates in, into and from the southeast and the Caro- 
linas are not unreasonable or otherwise unlawful; that the 
rates to and from the Mississippi Valley are unduly low and 
should be increased so as to bring about harmony by increasing 
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the valley rates and not by making any reductions whatsoever 
in the rates in or into the southeastern and Carolina territories. 

Arkansas refiners ask the Commission to find the rates from 
the Arkansas group discriminatory and prejudicial to Arkansas 
and unduly favorable to New Orleans, La., and other points in 
the midcontinent field. 

Mahoning and Shenango valley consumers assert that, in 
their view, rates on petroleum and its products should be based 
fundamentally on mileage, because that is the only practical 
known method of measuring transportation service. They sug- 
gest that the rates from the Tulsa group and other southwestern 
groups, also from Roxana, Ill., to destinations in Ohio and Penn- 
sylvania, particularly in the valleys, be reduced to a basis bear- 
ing a proper relation with the rates finally to be established to 
destinations in Indiana and that the rates to the valleys be 
properly related to the rates finally established to Cleveland, 
Akron, and Canton, O., on the one hand, and Pittsburgh, Johns- 
town, Oil City-Erie, and Buffalo, on the other. 

The Ohio Valley Refining Co., dealing specifically with No. 
18689, Ohio Valley Refining Co. vs. B. & O. et al., asks for a 
finding that the present adjustment of rates from St. Marys, 
W. Va., its shipping point, to the southeast as well as within 
Cc. F. A., is illogical and inconsistent and justifies a finding that 
the present rates are excessive, unreasonable, unjustly dis- 
criminatory, and unduly preferential when measured with the 
prevailing rates from competitive shipping points. 

The oil refiners’ division of the Shreveport, La., Chamber of 
Commerce asks for the grouping of El Dorado, Ark., and Shreve- 
port in one group, that the refiners on the lower Mississippi, 
Baton Rouge to Mereaux, La., be put in another and the average 
distance from each be used in making rates; that the Commis- 
sion order the removal of the discrimination against El Dorado- 
Shreveport in favor of the Baton Rouge-New Orleans group at Cin- 
cinnati and Louisville and points beyond and wherever else 
there is discrimination against the El Dorado-Shreveport group. 
It asks for one-figure rates to all the territory here involved. 

The primary interest of the New Orleans Refining Co., Inc., 
its brief declares, is to be assured that the Illinois Central and 
other Mississippi Valley lines shall have the right to make from 
New Orleans northward to Ohio River and beyond such rates 
as shall express the normal differences between those prevail- 
ing wholly west of the Mississippi and from such origins to the 
Ohio River and C. F. A. territory. No less than that, the brief 
asserts, could be justified. It suggested that if rates within and 
from western territory were made higher the pressure on rates 
from New Orleans northward (bitterly denounced by the eastern 
carriers) would be relieved in large part, if not entirely. 

The Transcontinental Oil Company, discussing its own com- 
plaint, as well as the whole subject of rates from the southwest 
to the southeast, earnestly urged the Commission to condemn 
the whole rate structure from the north Texas and Oklahoma 
groups as being unreasonable, excessive, inherently and rela- 
tively, also, complex, incongruous, and inconsistent, and to sub- 
stitute therefor the reasonable, simple and harmonious scheme 
of rates proposed by W. W. Klingensmith, its witness in this 
proceeding. 

Dealing only with rates within Official Classification terri- 
tory, the National Petroleum Association, the members of which 
largely are refiners of Pennsylvania crude, in that part of the 
country where the oil industry had its beginning, urged the Com- 
mission to make rates based on a scale presented by it, not as 
an unvarying scale, but as a basis for specific rates which would 
leave existing origin groups undisturbed. The basis is intended 
to give rates for the shorter hauls that will preserve the oil 
traffic for the railroads and keep it from going to other means 
of transportation. The association said it believed the reduc- 
tions proposed by it would ultimately work to the interest of 
the carriers by keeping the traffic on the rails. 

Complainants in No. 18605, Caldwell & Taylor Co. et al., 
dealers in gasoline at Cincinnati, O., devoted their brief to their 
allegation that rates on gasoline from Arkansas, Kansas, Mis- 
souri, Oklahoma and Texas were unreasonable and gave dealers 
in Indiana an undue preference because of the hump in rates 
produced by the Commission’s decision in the Indiana State 
Chamber of Commerce case, 96 I. C. C. 485. That and later 
decisions had the effect of moving the hump that had formerly 
lain along the Illinois-Indiana line to the Indiana-Ohio line. They 
ask for a rate to Cincinnati, from the Tulsa group not higher 
than 43 cents. It is now 46.5 cents. 

In a separate brief the Norfolk Southern, the Carolina Rail- 
road and the Kinston Carolina ask the Commission to make no 
reduction in their rates, to give the Norfolk Southern the spe- 
cial rate treatment accorded it in the Southern Class Rate In- 
vestigation and fourth section relief to meet competition; that 
the Carolina and the Kinston Carolina be not subjected to reve- 
nue reductions and have their present fourth section relief 
continued. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Sep- 
tember, 1927, shows 21,732 cars held overtime—a percentage of 
06.59—as against 22,234 cars—a percentage of 06.72—for Sep- 
tember, 1926. 
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RATES ON COAL 


That the effect of maintaining a rate on coal from southern 
Illinois and Indiana mines 23 cents over Chicago to Morton 
Grove, Ill., and a rate of 37.5 cents, Morton Grove over Chicago, 
from Whitsett, Ky., constituted preference of his competitors, 
was the contention of the complainant at the hearing in docket 
19856, Poehlmann Brothers Company against the L. & N. and 
others, before Examiners Hagerty and Clifford, at Chicago, No- 
vember 23. The result of that situation, it was said, was that 
complainant was penalized 14.5 cents a ton on coal bought in 
eastern Kentucky, as against his competitors located in the 
Chicago switching district, despite the fact the service beyond 
Chicago, in both instances, was identical. 

Facts pertaining to rate comparisons and like matters were 
stipulated into the record in written form by opposing counsel, 
to obviate the necessity for a rate witness appearing in behalf 
of complainant. 

August F. Poehlmann, president of the complaining com- 
pany, said the plant of the company (greenhouses) was located 
at Morton Grove, a little more than two miles beyond the north- 
ern limits of the Chicago switching district. He said coal con- 
stituted approximately 30 per cent of the operating expense of 
the greenhouses; that he used between 28 to 32 thousand tons 
of coal annually; and that the existence of numerous competitors 
within the Chicago switching district who purchased coal on 
the Chicago rate resulted in a competitive disadvantage of a 
serious nature. Due to the recent coal strike, he said, he had to 
buy coal in eastern Kentucky, paying a rate 37.5 higher than the 
Chicago rate, as against a rate 23 cents above the Chicago rate 
from the Illinois and Indiana mines. 

J. T. Averitt, coal traffic manager of the C. M. & St. P., said 
if the rate complained of from Whitsett, Ky., to Morton Grove 
were changed, it would be necessary-to make changes in the 
rates from all the mines in the so-called inner and outer crescent 
groups in eastern Kentucky, the Virginias, and Pennsylvania. 
He said the Commission had prescribed the difference of 37.5 
cents, Morton Grove over Chicago, in docket 11224, Chicago 
Coal Merchants’ Association case, and that the rates from the 
inner and outer crescent mines were not differentially related to 
the rates from the Illinois and Indiana mines. He cited numerous 
instances of adjustments involving a different charge for the 
same service between two points, when the origins of the traf- 
fic were different. He said conditions surrounding the adjustment 
from the two territories were not the same and that those con- 
ditions resulted in the differing charges beyond Chicago. 

At the conclusion of the hearing, it was tentatively agreed 
that the parties would return November 26 for oral argument 
and that at the conclusion of that, they would be served with the 
proposed report, Examiner Hagerty having expressed himself as 
wishing the intervening time for examination of the Commis- 
sion’s findings in cases referred to. 


POULTRY, BUTTER, AND EGGS 


The hearing in Docket 16750, National Poultry, Butter and 
Egg Association and others against the A. & R. and others, 
begun at Chicago November 16 (see Traffic World, November 19, 
page 1178) before Chief Examiner Butler and Assistant Exam- 
iner McAuliffe, continued November 18, 19, 21 and 22. All of 
that time was taken up by the presentation of the case for the 
complainants, at the conclusion of which the carriers said they 
were not prepared to put in their testimony and the hearing was 
adjourned to January 23, at Chicago. 

The scale proposed for application in official territory was 
built on a rate of 86.5 cents between Chicago and New York, as 
a maximum; that being 7.5 cents over the present rate on fresh 
meats—a relation fixed by the Commission in a former case— 
and 8 cents less than the present rate of 94.5 cents. It was pro- 
posed to make the rates between other points in the territory 
bear the same percentage relation to the proposed key rate as 
present rates between the same points bear to the present Chi- 
cago-New York rate. For application within C. F. A. territory, a 
key rate of 58 cents between Chicago and Buffalo was proposed, 
which represents the same reduction under the existing rate as 
was proposed for the rate between Chicago and New York. 

For application on live poultry, as distinguished from dressed 
poultry and other dairy products, it was proposed that, in West- 
ern Trunk Line territory, the same relationship exist between 
the two as was established by the Commission’s decision in the 
consolidated southwestern cases, in which instance the dressed 
poultry rates were made 60 per cent of first class and the live 
poultry 65 per cent of first class. No difference in the rates for 
application to live and dressed poultry was proposed for appli- 
cation within official territory and from C. F. A. territory to 
Eastern Trunk Line and New England territories. From W. T. 
L. territory to Eastern Trunk Line and New England territories, 
a key rate of $1.44 from the Missouri river to New York was set 
up, using the factor of 84 cents from the Mississippi to New 
York, set up by the Commission, to apply as an arbitrary on the 
same traffic from the southwest, in the consolidated southwest- 
ern cases. The key rate of $1.19 from the Missouri river to 
Buffalo was set up as a basis for the adjustment between W. T. 
L. and C. F. A. territories. 
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In presenting the complainant’s proposal for application to 
official territory, F. E. Scott, of the Beatrice Creamery Com- 
pany, said the proposed rate of 86.5 cents, for application be- 
tween Chicago and New York, would provide the carriers with 
earnings materially in excess of those now furnished by the ap- 
plicable rates on fresh meats. He made numerous comparisons 
between the two commodities, as well as with others of a per- 
ishable nature, saying that a rate of 73.5 cents on the dairy 
products would produce approximately the same revenue as wag 
produced by the present rate on fresh meats, and that a rate of 
73 cents would produce approximately the same revenue as was 
produced by existing rates on packing house products between 
Chicago and New York. 


D. L. Kelley, of the South Dakota Commission, put in con- 
siderable testimony to show the increasing importance of the 
dairy products industry to his state and the need for lower rates. 
He suggested that scale I, as proposed for application in West- 
ern Trunk Line, within 700 miles of Chicago, be extended to 800 
miles, or, better still, that one scale be applied to all of the 
territory. 


George Turner, of the Land ’O Lakes Creameries, Inc., Min- 
neapolis, asked that the short-line cross-lake mileage from Min- 
neapolis to Eastern Trunk Line and New England destinations 
be taken into account in fixing the through rates from the Twin 
Cities. 


Besides the large volume of rate testimony put in in sup- 
port of complainant’s proposals, considerable testimony was 
given with relation to the Hoch-Smith aspect of the case. M. S. 
Hartman, traffic manager, Fairmont Creamery Company, Omaha, 
who represented the American Association of Creamery Butter 
Manufacturers, as traffi¢ counsel, introduced reports of the 
U. S. Tariff Commission to show that the cost of producing but- 
ter on the farms was greater than the price received. 


C. B. Steward, secretary of the Nebraska Farm Bureau Fed- 
eration, introduced the results of studies of the poultry farming 
industry in Nebraska. He said that the average price of poultry 
had decreased from 24.9 cents in 1920 to 16.7 cents in 1926, and 
that the average price of eggs had decreased from 42 cents in 
1920 to 22 cents in 1926, He said the percentage relation of the 
freight rate to the value of the product, from Licnoln, Neb., to 
New York, had increased from 11.3 per cent for the years 1913-17, 
inclusive, to 18.9 per cent for the first ten months of 1927. Farm 
mortgage indebtedness had increased 378.8 per cent from 1910 
to 1926, as against an increase in farm value for the period of 
only 30.2 per cent, he said. 


Other witnesses were as follows: Waldo P. Johnson, vice- 
president, Live Poultry & Transit Company, Chicago; W. M. 
O’Keefe, vice-president, Live Poultry & Dairy Shippers’ Associa- 
tion; R. E. Gillespie, Hanford Produce Company, Sioux City, 
Ia.; and L. A. Newell, Armour & Company. 


REPARATION ON DAIRY PRODUCTS 


Hearing in docket 19912, Armour and Company (lIll.) and 
others against the Santa Fe, and docket 19966, Swift and Com- 
pany against the Santa Fe, was held at Chicago before Exam- 
iners Hagerty and Clifford November 21. Complainants ask 
reparation on shipments of dairy products from Wichita and 
Hutchinson, Kan., to Chicago and eastern points and from points 
in Missouri and Kansas intermediate from Oklahoma points 
from which the Commission has prescribed rates on a lower 
basis than was applied on the shipments from the points inter- 
mediate. With reference to the latter, counsel for the defend- 
ants agreed that the Commission basis prescribed from the Okla- 
homa points should have been applied. 


In the matter of the shipments from Wichita and Hutchinson 
to eastern points, it was agreed by counsel for the carriers and 
the complainants that the same issues were involved as were 
presented in docket 19217, Swift and Company against the Santa 
Fe, heard at Chicago June 20 (see Traffic World, June 25, page 
1642), and that the Commission’s decision in that case should 
apply. 

The only point of difference from the former case presented 
by the shipments moving from Wichita and Hutchinson to Chi- 
cago was that, in the former case, all the shipments involved 
went beyond Chicago and, consequently, moved on combination 
rates, whereas, through rates applied from the origins to Chicago. 
Complainants contended that the “aggregate of intermediates” 
clause in the tariff covered not only such rates as were com- 
binations, but that, taken with rule 5-B, of tariff circular 18-A, 
the lowest combination between origin and destination was ap- 
plicable, in the event the through rate was higher than such 
combination. 


Defendants contended that the lowest “aggregate of inter- 
mediates” did not apply, except when the intermediates were 
figured over routes actually traveled, and that routing and icing 
instructions of complainants precluded the possibility of the 
carriers having routed the shipments via Paducah or East Cairo, 
Ky., the combination contended for. 


The witnesses were: Gilbert Ford, traffic department, Swift 
and Company; L. A. Newell, traffic department, Armour and 
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Company; E. Rigg, assistant general freight agent, Rock Island; 
and R. A. Brandt, Santa Fe. 


CHANGES IN DOCKET 


Hearing in No. 18368, National Tube Co. vs. Director Gen- 
eral, as Agent, assigned for November 23, at Pittsburgh, Pa., 
before Examiner Carney, was canceled and reassigned for De- 
cember 12, at Washington, D. C., before Examiner Weems. 

Hearing in No. 19887, Allendale Grocery Co. vs. A. C. L. R. 
R. et al., assigned for November 28 at Washington, D. C., before 
Examiner Howell, was canceled and reassigned for January 9 
at Washington, D. C., before Examiner Weems. 

Hearing in No. 1983, set for November 25 at New York, be- 
fore Examiner Jewell, was canceled. 


RAILROAD FUEL COSTS 


Total cost of coal and fuel oil consumed by Class I roads, 
exclusive of switching and terminals companies, in freight and 
passenger train road locomotives, for the nine months ended 
with September, amounted to $231,943,209, as against $236,278,- 
308 for the same period of 1926, according to statistics compiled 
from carrier reports by the bureau of statistics of the Com- 
mission. For September the cost was $25,299,361, as against 
$26,321,292 for September, 1926. 

Coal consumed in the nine months of 1927 totaled 70,985,- 
971 net tons, as against 73,609,241 tons in the same period of 
1926. The average cost per ton was $2.67 as against $2.61 in 
the 1926 period. The total cost of coal was $189,209,596 as 
against $192,110,919 in the 1926 period. 

Fuel oil consumed in the nine months of 1927 totaled 1,495,- 
644,455 gallons as against 1,509,207,705 gallons in the 1926 period. 
The average cost per gallon was 2.86 cents as against 2.93 cents 
in the 1926: period. The total cost was: $42,733,613, as against 
$44,167,389 in the 1926 period. ° 

In September, 7,661,396 net tons of coal were consumed, as 
against 8,125,409 tons in September, 1926. The average cost per 
ton was $2.69 as against $2.59 in September, 1926. The total 
cost was $20,573,610 as against $21,069,346 in September, 1926. 

Gallons of fuel oil consumed in September totaled 174,096,- 
144 as against 176,608,991 in September, 1926. The average cost 
per gallon was 2.71 cents as against 2.97 cents in September, 
1926. The total cost was $4,725,751 as against $5,251,946 in Sep- 
tember, 1926. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production the week ended November 12 was esti- 
mated at 9,440,000 net tons by the Bureau of Mines of the De- 


partment of Commerce, an increase of 413,000 tons over the. 


production for the preceding week. Observance of Armistice 
Day, November 11, in some fields, caused a decrease in output 
in the week ended November 12. Production of anthracite was 
estimated at 1,530,000 net tons, a decrease of 38,000 tons as com- 
pared with the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended November 12 totaled 354,331 net tons of which 
197,224 tons were for New England delivery. At Charleston, S. 
C., 2,142 tons were dumped. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended November 13 totaled 867,483 net tons as com- 
pared with 852,465 tons the preceding week. Anthracite shipped 
from Lake Erie ports totaled 43,617 net tons as compared with 
7,941 tons the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended October 29 were re- 
ported as follows: Bituminous, 2,539; anthracite, 3,576. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
November 1-7, inclusive, was 207,757, as compared with 168,829 
cars in the preceding period, according to the car service division 
of the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 

Box, 80,485; ventilated box, 368; auto and furniture, 13,032; total 
box, 93,885; flat, 6,983; gondola, 40,374; hopper, 42,432; total coal, 
82,806; coke, 936; S. D. stock, 12,634; D. D. stock, 2,848; refrigerator, 
6,375; tank, 233; miscellaneous, 1,057; total, 207,757. 

Canadian roads reported a surplus of 4,900 box, 200 auto and 
furniture, 1,125 flat and 400 S. D. stock cars. 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies having op- 
erating revenues in excess of $250,000 annually amounted to 
$172,776,504 for the nine months ended with September, an 
increase of $17,843,326, or 11.5 per cent, as compared with the 
income for the same period of 1926, according to compilations 
made from company reports by the bureau of statistics of the 
Commission. For September the operating income was $19,- 
716,748, an increase of $1,465,170, or 8 per cent, as compared 
with the income for September, 1926. The number of company 
stations in service at the end of September was 14,509,865, an 
increase of 786,221, or 5.7 per cent, as compared with the number 
at the end of September, 1926. 
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THE TRAFFIC WORLD 


Coordinated Terminal Services 





Fifteenth of a Series of Seventeen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Present Store-Door Service Plans 


The sluggish movement of freight in the terminals, the 
increasing congestion of city streets, and the need for a more 
economical and efficient use of transportation equipment on the 
road and in the terminal areas during and following the World 
War brought the question of store-door service again promi- 
nently before the carriers and shippers of the United States. 

Despite the abandonment of the plan by the Pennsylvania 
and the Baltimore and Ohio in Baltimore and Washington, be- 
cause of the inability of the carriers and the shippers and 


caused by the holding of freight at the stations until the con- 
signees receive their arrival notices and make arrangements for 
the haulage of the goods to their places of business, and delay 
to the shippers’ and consignees’ vehicles at the platforms and 
adjacent streets resulting from the unorganized cartage methods 
and made worse by the fact that each wagon or truck is but 
partly loaded. 

The prevailing practice of notifying consignees of the arrival 
of less-carload freight after it has been unloaded into the freight 
houses is objected to as wasteful of time, labor, and equipment. 





ANOTHER ILLUSTRATION OF CONFUSION AND CONGESTION IN DOWN TOWN TERMINAL DISTRICTS, DUE TO LIGHT LOAD- 
ING, CROSS MOVEMENTS, AND UNORGANIZED USE OF TRUCKS BETWEEN FREIGHT STATIONS AND THE PLACES OF BUSI- 
NESS OF SHIPPERS AND CONSIGNEES. 


consignees of these cities to agree on the administration of the 
service without unjust and unreasonable discrimination and un- 
due prejudice the idea has persisted. The success of the service 
in England and Canada has led many students of transportation 
to believe that a similar service adapted for the needs of the 
carriers and shippers of this country would afford relief to 
terminal congestion as no other remedy could. 

A number of prominent executives have declared their belief 
that store-door service offers a solution of the problem of 
congested railroad terminals. A great many shippers and con- 
signees, traffic organizations, chambers of commerce, transporta- 
tion and traffic experts, and other individuals and bodies of men 
have gone on record as favoring store-door freight service as a 
means of increasing the efficiency of national transportation 
facilities. It is believed by many that a plan whereby less-car- 
load freight was delivered directly to the store doors of the 
consignees immediately after arrival at the receiving railroad 
stations, and the use of the same vehicles to pick up outbound 
shipments for drayage to the outbound depots of the railroads, 
would eliminate the two worst evils of the existing system. 
These are the congestion of platforms at the freight houses 





Consignees have an allowance of forty-eight hours’ free time 
after the sending of the notices for the unloading of carload 
freight and the removal of less-carload freight from the freight 
stations. Partly because of unorganized cartage methods and 
inadequate storage facilities, and partly because many goods are 
sold after arrival at the terminals, a large proportion of the 
consignees take advantage of the full free time period, with the 
result that less-carload shipments are allowed to remain in the 
freight house an average of three days. 

It is felt by many that a well organized‘ store-door deliyery 
plan should make the freight house space available for use 
not less than twice a day instead of once every three days. 
Under the present system of cartage, each trader sends his own 
or a hired vehicle to the freight station to deliver or receive 
his particular freight. As a consequence, the driveways at the 
terminal and the streets leading to it are burdened with motor 
trucks and horse-drawn wagons, many of which are only partly 
loaded. Various studies have been made of the time consumed 
by vehicles at the freight stations, and many show delays rang- 
ing up to three hours. 

A special committee of the Atlantic States Shippers’ Advisory 








































1232 THE TRAFFIC WORLD Vol. XL, No. 22 


ALANS = 











































Ww rer NVONIE 


With Snow Storms and Seg Cx 
Regular Transportation. Dherie 
any Distant Points. Provisionfust 


There Is No Better Safegua The 
Class Merchandise Warehou at 
Your Merchandise Is Held Win C 


After making a careful survey we selected a limpumber 
which we represent thru our offices at New Yomcago a 
be made by our representative without the nec@ of inv 

MERCHANDISE OF ANY DESCRIPTION STOREMM®PED, D 


LOANS MADE ON STAPLE COMMODITIES. WEE YOU 17 
YOU ON THE MANY IMPORTANT WAYS IN OOD W 


CROOKS TERMINI 


CHICAGO TRANSPORTM BUILL 
Associate fehous 

Coe Terminal Warehouse .... . Detroit, Mich. Mer 

Interstate Forwarding Co. .. .. . Dallas, Tex. Met! 
Kennicott-Patterson Whse. Corp. . . Denver, Colo. Ove 

Laney & Delcher Storage Co. . . Jacksonville, Fla. Sect 





ho ee << <M <A <A <<  Neso<Ates ttne “tne elen e eree oie 















— 
dS 
Ww 
Ww 


November 26, 1927 THE TRAFFIC WORLD 


a vs ho i Si SS ie See ie ea 








a — 


Sep Cold Weather Are a Handicap in 


Meries Cannot Be Depended on from 
iomtust Be Made to Meet Sach Conditions. 


ual Than the Facilities Offered by First 
oujat Strategic Points of Distribution. 


in Close Reach of Your Trade. 


a limhumber of responsible and best equipped merchandise warehouses 
y Yoicago and Kansas City. Arrangements to handle your stock can 
> necg of investigation of these warehouses. 


‘ORERVPED, DELIVERED LOCALLY, NEGOTIABLE RECEIPTS ISSUED OR 
. WERE YOU TO WRITE FOR INFORMATION WHICH WILL ENLIGHTEN 
N WHGOOD WAREHOUSE CONNECTION IS INDISPENSABLE. 


WN WAREHOUSES 


_ sa KANSAS CITY 
‘ate fehouses ; | 
Merchants Transfer & Storage Co. . Des Moines, Ia. 
Metropolitan Warehouse Co.. . . Los Angeles, Cal. 


Overland Fr. Tr. Co. Gibraltar Whse. San Francisco, Cal. 
Security Warehouse Co.. . . . Minneapolis, Minn. 


Ne oN oi he ee eee 


eee ee eee ee eee ee et en See cen oer cet er Sen eee 





1234 THE TRAFFIC WORLD 


Board, appointed to investigate the possibilities of store-door 
delivery, reported, in September, 1924, that rail terminals and 
facilities, including freight houses and tracks at points within 
the. board’s jurisdiction, in most cases were constructed many 
years ago and many of these terminals and facilities had not 
been enlarged in recent years. In most instances, the physical 
handling of freight had not improved to any great extent over 
methods adopted when the terminals and facilities were built. 
The volume of inbound and outbound traffic handled through 
terminals was constantly increasing and this increase in traffic, 
unaccompanied by enlarged terminals and improved methods of 
handling had resulted in congestion in periods of business ac- 
tivity. This congestion had materially increased the cost of 
handling, both to the carrier and to the shipper, and had also 
had the effect of reducing the efficiency of railroad car supply. 

The committee stated its belief that a system of store-door 
service, efficiently conceived, organized, and applied, where 
freight terminals were inadequate, might reasonably be expected 
to result in a greater volume of merchandise -handled through 
the terminals each working day, in the expediting of the move- 
ment of less-than-carload freight, and in an increased supply of 
cars.’ 

The report found that increased flexibility at terminals, 
through handling of more merchandise and quicker movement 
of L. C. L. freight and increased car supply, would be the main 
benefits under a plan of store-door service. 

In the opinion of the committee, under a store-door service 
plan, delivery must be optional, the carrier must assume full 
responsibility to and from the store door, the cost of the cartage 
service should be borne by shippers and receivers, the trucking 
charges must be just and reasonable, reflecting the advantages 
to the carrier of increased terminal flexibility, and the new 
system should be established gradually. 

T. C. Powell, at that time vice-president of the Erie and 
now president of the Chicago and Eastern Illinois, said, in 1924, 
that the United States must eventually come to a system of 
store-door delivery. He expressed the view that, if store-door 
service were established by the rail carriers to be used at the 
option of shippers or consignees, difficulty might be encoun- 
tered in obtaining a large enough volume of traffic moving be- 
tween the railroad freight stations and the store doors of ship- 
pers and consignees to make the service profitable? — 

The report of the committee of the Atlantic States Shippers’ 
Advisory Board recommended that the terminal cartage charges 
be just and reasonable, that the service be optional, and that 
the rail carriers assume responsibility for the carriage of the 
goods in the terminals. A large percentage of the movement 
of traffic would be required to make the service attractive to 
the carriers, in the opinion of Mr. Powell, if the service were 
established on an optional plan with the carriers responsible 
for the goods. 


W. J. L. Banham, general traffic manager of the Otis Ele- 
vator Company and general chairman of the Atlantic States 
Advisory Board, has indorsed store-door service on the ground 
that, “with hardly an exception, the main lines of railroads in 
the United States have sufficient capacity for the movement of 
all freight that can be offered to them. Generally speaking, rail 
transportation is restricted only by the complicated movements 
and delays of cars and freight within the terminal areas. The 
railroads must either enlarge or add to their present terminal 
facilities or find a way to pass more freight through them: The 
enlargement or multiplication of terminal stations and team 
tracks in important terminal areas is practically impossible be- 
cause of the prohibitive cost and the objection of municipalities 
to the railroad holdings of real estate in territory deemed neces- 
sary for further industrial and commercial development. : 
A well organized system of store-door delivery would solve the 
problem.” 


The special committee appointed by the president of the 
Chamber of Commerce of the United States, composed of railroad 
officials, industrial and commercial traffic managers, officers of 
steamship companies, of drayage concerns, truck manufacturers, 
and newspaper editors, and assisted by a leading transportation 
economist, reported that “store-door delivery by motor truck 
would relieve congestion in the terminal areas and greatly in- 
crease the capacity of freight stations. It is undoubtedly the 
greatest contribution which can be made to the solution of the 
terminal problem.’ 

The late Robert C. Wright, who until his death the latter 
part of 1924, was general traffic manager of the Pennsylvania 
Railroad, stated, early in 1924, that the Pennsylvania was ready 
to invest money in erecting freight stations specially designed 
for motor truck service in connection with the terminal handling 
of freight, provided some organized system of motor haulage 
could be worked out along the lines of the store-door service 
systems of Canada and England. Mr. Wright said he was con- 
vinced that new railroad freight houses should be built in the 





1Atlantic States Shippers’ Advisory Board, September, 1924. 
*Proceedings A. S. R. A. Board, 1924. 
*“Can’t We Carry Freight to Your Door,” Nation’s Business, No- 
vember, 1923. 
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outskirts of cities and the collection of outgoing less-than-carload 
freight to these depots and distribution of incoming less-than- 
carload freight should be handled by motor trucks between the 
railroad freight stations and the store doors of shpipers and 
consignees.°® 

Elisha Lee, vice-president of the Pennsylvania, has said: 


Service of the character of store door service is emerging from 
the purely theoretical stage, and many competent authorities believe 
that it has a promising future. The advantage of the plan lies in using 
both the trucks and the railroads for the portions of through service 
which they are best fitted to perform. The railroads can do the long 
distance hauling between terminals better than the trucks and the 
trucks can do the work between the shipper or the consignee, and 
freight terminal better than the railroads.® 


Elements of Recent Plans 


Business men, transportation engineers, economists, and 
railroad officers join in the indorsement of door-to-door service 
and are cooperating in developing plans to put it in effect at 
some of the larger terminals on different plans. Spokesmen of 
rail carriers and of certain shippers and consignees have ad- 
vanced the opinion that the cost of store-door delivery should 
be borne by the shippers and receivers of freight; that is, a flat 
charge for inbound or outbound terminal drayage should be added 
to the station-to-station railroad freight rate and this amount 
paid to the railroad carrier as a part of the transportation charge. 
It is believed by many that the service should be performed 
by independent trucking concerns, functioning under contracts 
with the railroad companies. These terminal cartage agents 
would be responsible to the railroads for any loss ory damage 
to freight incurred in collection of freight from shippers or 
delivery of the goods to the consignees. To these trucking 
companies would be paid the entire amounts received from the 
shippers or consignees by the railroad company. The shippers 
and consignees would deal only with the rail carriers and the 
railroads would be responsible to the owners of the goods for 
any damage, loss, or delay in the terminals, as well as in line 
service. This plan has been found efficacious in England and 
Canada and appears to be desirable in promoting the successful 
operation of the service by concentrating the responsibility and 
reducing the number of organizations with which the shippers 
and consignees do business. Unless the carriers assume full 
responsibility for the acts of ommission and commission of the 
truckmen whom they select and whom they control, the shippers 
and receivers of freight will probably not utilize the privilege 
as fully as if this responsibility were assumed. Further, the 
use of the service must be optional with shippers and consignees. 
There are certain commodities in connection with which many 
believe store door service should be optional or restricted, es- 
pecially where the commodities require special handling. It is 
believed that it would be more economical for these goods to be 
handled only by the shippers and receivers of these articles. 
This feature is also found in the English and Canadian services. 

In addition to the three advantages named—(1) the reduc- 
tion of freight house congestion, (2) the quicker delivery of less 
than carload freight, and (3) the releasing of the vehicles of 
the shippers and consignees that now lose time at freight 
stations awaiting their turn to deliver or receive freight,—the 
proponents of store door service see several collateral advan- 
tages in it. The superabundance of partially loaded vehicles 
going to or from the freight stations adds greatly to street 
congestion. With store door delivery, fewer vehicles would be 
required. All the available shipments for a small section of the 
city would be delivered by a single truck which, after making 
deliveries, would pick up a full truck load of outbound freight 
within its district and then return to the freight station for a 
second delivery load. The fact that these trucks would be 
fully loaded would decrease the number of vehicles on the 
street and, consequently decrease street congestion and make 
a greater rate of speed possible. Inbound less carload freight 
would be delivered promptly on arrival. The delays resulting 
from notifying consignees and waiting for them to arrange for 
trucking of the goods would be eliminated. 

Store door delivery would also avoid the wasteful use of 
railroad equipment as trap and ferry cars. These are used in 
the terminal districts for the handling of less than carload 
freight between freight depots and many of those industrial 
plants that are equipped with sidings. The minimum weight of 
L. C. L. freight that the railroads will carry free in such cars is 
usually only a small fraction of the average car capacity, and 
their average lading does not greatly exceed the minimum fig- 
ure. 

The more efficient use of equipment and terminal facilities 
resulting from the establishment of a system of store door de- 
livery would result in economies to the carriers and ultimately 
to the shippers. 

Short haul less than carload freight is handled at a loss by 
the railroads in many sections of the United States and this 
loss is necessarily compensated by the revenue from carload 


*“Relation of Highways & Motor Transport to Otther Transporta- 
tion Agencies,’’ Washington, 1924. 

‘Address Before S. A. A., Detroit, January 23, 1924. 

“Commercial Motor Transport,’’? New York Sun, July 11, 1922. 
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han- freight. Reduction in the expense of handling less than carload 
the freight, it follows, would permit a lower level of freight rates 
and in some cases. 


The report of the committee on store delivery of the Atlan- 


aid: tic States Shippers’ Advisory Board, stated further that the 
purpose of store door service was the expedition of the move- 
ment of freight from and through the terminals of the deliver- 
ing rail carriers to the premises of the consignees on inbound 
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shipments, or from the premises of the consignees to or through 
the terminals of the receiving carriers on outbound traffic. 

This objective could be accomplished, in the opinion of 
several spokesmen of this organization, under an optional plan 
of store door service, provided the carriers assumed responsi- 
bility for the goods and charged fair cartage rates. W. H. Chand- 
ler expressed the view that there was nothing in the law that 
would permit store door delivery on a compulsory basis and that 
shippers and consignees would not permit the service to be 
forced on them.’ 

A later expression of the opinion of this committee is con- 
tained in a further report in 1926. 

The committee expressed the opinion that while store door 
service or terminal collection and delivery of freight was not a 
general necessity in all cities and towns, its adoption at centers 
of congestion would be a step in the right direction. The com- 
mittee recommended to the carriers that thoughtful consideration 
be given to the adoption of the service at such point or points 
as they thought would be helpful in determining whether or not 
the benefits to be derived in the handling of freight generally 
through congested terminals would be such as to warrant its 
more general adoption. The committee stated that the subject 
of store door service had been before the public for years, but 
no real progress had been made: 


Your committee realizes the shipper cannot force its adoption but 
it seems to the committee that there must be some real need for it 
for otherwise shippers and carriers would not continue to discuss it. 
It: would, therefore, seem that an effort should be made to determine 
the issue and it is earnestly hoped that the carriers will see their way 
clear to take steps that will either prove or disprove the theory that 
it would be advantagebdus to both carrier and shipper and a forward 
step in transportation development.® 


1A, S. R. A. Board, Proceedings, September, 1924. 
8A. S. R. A. Board Proceedings, 1926. 


WATER RATE ON ROOFING PAPER 


The Baltimore & Carolina Steamship Co. has filed with the 
shipping board an answer to the petition of complainant for re- 
consideration in No. 27, the Continental Roofing & Manufactur- 
ing Co. vs. Baltimore & Carolina Steamship Co. (See Traffic 
World, October 15, p. 858.) 


The steamship company said that although the petition for 
reconsideration presented no new matter and respondent was 
unable to advance any new reason why the complainant’s peti- 
tion in the case should be dismissed, “we cannot allow this op- 
portunity to pass without condemning the language in which the 
complainant has seen fit to couch its petition.” 


“Such language, we respectfully sumbit to this board, is 
typical of the complainant’s attitude throughout this, as well as 
the previous case, and we find ourselves unable to subscribe to 
this method of discussing any question at issue,” said the 
steamship company. 

Counsel for the company said the dispute betewen the 
parties had been in existence since March, 1924, when a com- 
plaint was filed by the roofing company against the respondent 
on the ground that the latter was discriminating against the 
complainant in that its published rate on roofing material from 
Baltimore to Miami, Fla., of 55 cents, was the same as the 
joint rate on the same commodity from York, Pa., and other 
points to Miami, thereby placing the complainant’s competitors 
on the same parity as the complainant so far as Miami business 
was concerned. That complaint, in Docket No. 22, was dis- 
missed by the board, said the company. 

Complainant, according to the company, “through Mr. H. E. 
Manghum as counsel (he having been the examiner who heard 
the testimony in the first case), filed a second complaint charg- 
ing that the rate in question on roofing material was unreason- 
able.” Counsel then reviewed the chief points relied on py com- 
plainant’s counsel; the history of Miami as a port and of the 
rate on roofing materials, and said that the steamship company 
was the first to give service from north Atlantic ports to Miami. 
They said a pioneer was under expense and underwent risks 
that were not borne by those who came in after conditions were 
better established and that respondent was entitled to consid- 
eration at the hands of the board because of the fact that it 
inaugurated the service under such conditions. 

Counsel said the holding of the board that the rate of 55 
cents was unreasonable prior to June 1, 1925, and awarding 
reparation would work a hardship on the steamship company, 
particularly as the rate charged by it was the lowest rate by 
by any carrier, rail or water, from a north Atlantic port to 
Miami. They asked that, since the complainant had asked for 
reconsideration and further relief than was gratned, the board 
reconsider the part of the decision holding that the rate of 55 
cents, prior to June 1, 1925, was unreasonable, and also recon- 
sider the finding as to reparation. 

“We urge this with all sincerity because the result of this 
decision, if sustained, wiJl simply mean that the complainant 
has secured in this case what it attempted in the previous case, 
an advantage over its York competitors, which advantage it 
hopes to maintain,” said counsel. 
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COOLIDGE ON MERCHANT MARINE 


The Traffic World Washington Bureay 


President Coolidge does not suppose a bill providing for a 
direct subsidy for the merchant marine, such as the measure 
that had the support of President Harding, could be passed, it 
was indicated at the White House November 22. He feels, how. 
ever, that some indirect aids may be provided to aid the mer. 
chant marine, and is having that phase of the matter explored, 
Anything that would be proposed in the way of indirect aids, it 
was said, would be in connection with the relation of the mer. 
chant marine to the national defense such as the use of the 
merchant ships and their crews by the navy, if needed; in other 
words, that the merchant marine would be developed as an auxil. 
iary to the navy. After a conference with the President, Gov- 
ernor Brewster of Maine urged that a direct subsidy be pro- 
vided for the merchant marine. 

Representative Bloom of New York has proposed that each 
member of Congress obtain the views of exporters and import- 
ers in his state and district regarding the building and mainte. 
nance of an adequate merchant marine. He believes such an 
inquiry would develop just how earnestly the American people 
desire an adequate merchant marine and to just what extent 
they will support such a fleet. 


OCEAN FREIGHT MARKETS AND RATES 


The Trafic World New York Bureau 


The overseas freight market has been dull the last week, 
but rates have been well maintained despite the plentiful sup- 
ply of vessels for all trade routes. Shipowners are holding their 
ships for higher figures in many instances, as they believe the 
next move will be upwards with a revival in demand from ship- 
pers. Grain has not been offering in great supply at Montreal. 
Orders have been sufficient, however, to fill the comparatively 
few vessels still available at that port. Most of the activity at 
present is in trade from the North Atlantic ports, as the close of 
navigation on the St. Lawrence is now near at hand. Among the 
grain fixtures of the week are a vessel from the Gulf to Greece 
at 21 cents, and another from Boston to the Continent at 13 
to 14 cents. 


The coal market has shown little change. Shippers do not 
appear ready to take space at the figures asked by shipowners 
and inquiries for business are light. Several fixtures have been 
reported in the lumber trade, one from the Gulf to Mar del 
Plata at $16.50 per 1,000 feet, another at $16.00 to Buenos Aires 
and Rosario, both fork December loading, and a third from 
Santa Fe at $15.75 for January. 


An increase in inquiries for vessels from Cuba to the 
United States during the week led to the belief that advances in 
rates might be expected on this route, but the flurry subsided 
quickly. Rates in the West Indies show little change from pre- 
vious levels. 


Officials of various steamship lines report that shipments on 
regular liners maintain a fair level of activity and that business 
on berth vessels is perhaps better than in the full cargo trades. 
Traffic this fall, however, has been considerably below that of 
last year. 

A decline of 36.60 per cent in the index. number of shipping 
freights for October, 1927, from October, 1926, is shown in Brit- 
ish figures. At 27.34 the index number is 1.64 per cent above 
September, 1927. The analysis of the changes in October ocean 
freight rates says in part: 


Freights are available on eighteen routes. The European waters 
index at 31.16 shows an increase of 1.76 per cent on the month and 
a fall of 41.05 per cent as compared with the corresponding figure 
for last year. In the Red Sea, Arabia, and India group the index for 
October at 25.88 is the same as last month, but shows a fall of 28.67 
per cent as compared with October, 1926. No rate is available for 
the Java-United Kingdom-Continent route. 

The index number for the Australia to United Kingdom route in 
October, 1927, at 30.09 is 0.76 per cent lower than for the previous 
month and 13.26 per cent lower than a year ago. The Argentine, 
Uruguay, etc., group index at 21.38 shows a fall of 2.15 per cent as 
compared with September, 1927, and of 43.74 per cent as compared 
with twelve months ago. 

Three routes are available in the United States group and the 
index at 25.41 is 10.53 per cent higher than for September last and 
45.35 per cent lower than in October, 1926. The Canada to United 
Kingdom grain rate at 30.46 shows a reduction of 8.53 per cent 
on the month and is 48.07 per cent lower than in October, 1926. The 
time charter rate at 23.91 is the same as last month and shows a 
decrease of 20 per cent as compared with a year ago. 


The action of the Argonaut and Isthmian Lines in adopting 
the split delivery plan on consolidated carload lots has dis- 
turbed the United States Intercoastal Conference which has 
designated its chairman, Robert C. Thackara, to confer with 
officials of the two companies in an effort to work out some 
plan whereby the rate structure in the intercoastal trade will not 
be threatened. 


The Argonaut and Isthmian Lines, commonly referred to as 
the United States Steel group, are said to have adopted the split 
delivery plan following a similar action on the part of the Cal- 
mar Line, a subsidiary of Bethlehem Steel. All three of the steel 
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ACK in the days when Rome ruled 
B the world the patron of all who 
were engaged in trade was the god 
Mercury. 

Under the regime of this nimble- 
witted, fleet-footed deity Rome pros- 
pered and became the greatest power 
of the ancient world. So—to Roman 
merchants—the name Mercury stood 
as a symbol of speedy transit, and 
general commercial success. 

Today Mercury occupies an incon- 
spicuous place on the scrap heap with 
the rest of the idols of Greece and 
Rome. But his name has remained in 
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‘The MERCURY” is one of the most important 
trains in the great fleet of 61 named Pennsylvania 


freights which have set remarkable records for 
regularity and dependability of on time arrival. 


A sure and swift-footed 
carrier of Merchandise 


the traditions of trade and commerce 
an honored one. It is borne by a Penn- 
sylvania freight train that guards the 
goods of present day merchants as 
efficiently as the old god looked after 
the welfare of Roman tradesmen. 


Vast Caravans of Merchandise 
Flowing Steadily 
into Eastern Markets 


“The Mercury” of the steel rails carries 
merchandise from Chicago to the 
Eastern Seaboard. Every day this 
freight leaves Chicago at a regular hour 
and its arrivals at Eastern destina- 


tions are consistently on schedule. 


Thus from the rich regions of the 
West “The Mercury”’ helps keep up a 
steady flow of merchandise—priceless, 
necessary cargoes that keep the life 
blood running through the body of 
Eastern trade. 


Regularly and dependably “The 
Mercury” arrives at Eastern destina- 
tionsontime. Month after month— 
with clock-like regularity—this East- 
bound carrierhas keptits schedule with 
a consistency that ranks it among the 
leaders of the Pennsylvania’s 
“Limiteds of the Freight Service.” 


Here are three other named Pennsylvania freight trains whose regular on time arrivals have earned them distinctive names: 


“THE PACKER” 
Perishable Freight 
Chicago to Seaboard Cities 


“THE HUMMER’”’ 
Merchandise 
Pittsburgh to St. Louis 


“THE GREYHOUND” 
Live Stock 
St. Louis to Seaboard Cities 


PENNSYLVANIA RaILROAD 


Carries more passengers, hauls more freight than any other railroad in America 







































lines while not members of the conference, are, it is under- 
stood, adhering to conference rates. 

The conference, which is made up of the leading private 
intercoastal carriers, are, it is understood, accepting consolidated 
carload lots to give shippers of less than carload lots the bene- 
fit of the rate savings, but do not make split deliveries. 

The conference is also reported to have fixed the rate on 
tinplate at 25 cents a 100 pounds following the action of one of 
its members entering into a contract on that basis. It had been 
hoped to fix the rate at 35 cents. 

The general tone of the eastbound lumber market continues 
dull, although a slight improvement is reported the last few 
days. It is reported that some non-conference lines are carry- 
ing lumber at the $11 rate, and some other independents are 
said to be testing the market below that $14 rate established 
by the conference, and there is a possibility that some of the 
independents may force the rate down to $9. The conference 
lines are adhering to the $14 rate, but there have been no takers 
due to the weakness of the eastern lumber market. 

It is also understood that Chairman Thackara has been 
designated by the conference to readjust the division of freight 
traffic in order that cargoes may more evenly be distributed 
among the A, B and C lines making up the organization. The 
B and C groups, it is said, are not getting what they believe is 
their proper share of tonnage under the present arrangement 
and are seeking a readjustment of the handicaps of certain com- 
modities which will throw more freight their way. 

Private service under the American flag will be instituted 
out of New Orleans to Holland and Germany next month when 
the Commercial Steamship Line, operated by Moore & McCor- 
mack, will inaugurate regular sailings to Rotterdam and Ham- 
burg. 

West Coast of South American Conference in San Francisco 
last week adopted a lighterage charge of $2.50 a freight ton, 
effective December 1, on cargo discharged at Buenaventura, 
Colombia. Heretofore lighterage at this port has been paid by 
the consignee, but is now to be collected from the shipper to 
facilitate its collection. The Colombian Government recently 
commandeered all the lighters at Buenaventura and is reported 
to be now handling vessels in turn. 

The American-Hawaiian and Matson Lines are reported to 


be prospective bidders for the American-Australia Orient Line » 
operated for the shipping board by Swayne & Hoyt. The Ameri- 


can-Hawaiian interests are known to be anxious to extend their 
services to the Far East, while the Matson interests seek to 
develop the Australian and New Zealand trade in which they 
are now operating through the Oceanic Steamship Co. Accord- 
ingly, it is expected that the two lines, should they purchase 
the service, will either divide it or operate it jointly through a 
new subsidiary. 

Beginning next Monday, a series of hearings on harbor. con- 
ditions will be held by the special committee of the Maritime 
Exchange made up of members of the committees on rivers, 
harbors and piers, steamship affairs and towboats and light- 
erage. The special committee, which held its first meeting 
Tuesday to outline the general program for the inquiry, is com- 
posed of Eugene F. Moran, president of the Moran Towing & 
Transportation Co., chairman; Jacob C. Reichert, president of 
the Reichert Towing Line; William F. Hayward, of Simpson, 
Spence & Young; Howard E. Jones, president of James W. 
Elwell & Co.; James P. McAllister, of McAlliser Bros,; Frede- 
rick Coykendall, president of the Cornell Steamboat Co., and 
M. M. Crockett, Atlantic Mutual Insurance Co. 


EXPORT AND IMPORT RATES 


A geographically wide controversy is expected to develop 
at a hearing at Chicago, December 6, on applications for fourth 
section relief filed in behalf of the Gulf ports freight committee 
and Southern ports foreign freight committee in respect of ex- 
port and import rates. Seventeen applications for relief are 
listed in a supplement to the petitions for relief filed by E. B. 
Boyd and B. T. Jones. 

The question of port equalization is expected to come up in 
connection with the justification that will be offered for the 
proposed departures from the fourth section. Railroads serving 
north Atlantic ports and shippers doing business through those 
ports have been dissatisfied with the export and import rates 
that have been in effect since the filing of rates under the Com- 
mission’s decision in Ex Parte 74 (Increased Rates, 1920.) Prior 
to that time New York and New Orleans were equalized from 
a large part of Central Freight Association territory, the equali- 
zation having been brought about by the independent acts of 
the Southern Railway and its connections. 

When the varying percentages of increases authorized by 
the decision in Ex Parte 74 become operative, the adjustment 
in effect prior thereto was thrown out of line because rates were 
increased to the north Atlantic ports 40 per cent, while from C. 
KF, A. territory to Gulf and south Atlantic ports the increase was 
only 3314 per cent. To Gulf and south Atlantic ports from south- 
eastern points the increase was only 25 per cent. 

On account of the applications of the lines serving the Gulf 
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ports to continue disregard of the fourth section on the present 
basis, north Atlantic ports and eastern shippers have made 
requests of the Commission for an opportunity to be heard on 
the question of the adjustment of export and import rates. Re- 
cently the Gulf lines have modified the applications for relief 
so as to change the bases of rates. The modification requested 
purports to be on account of E. B. Boyd and B. T. Jones but the 
supplement setting forth the modified bases was not signed by 
Mr. Jones. On account of the omission of Mr. Jones’ name, the 
Commission has asked for an explanation. It has said that the 
modification may be considered, in its present form, as only 
covering the railroads for which Mr. Boyd is the publishing 
agent. The omission of Mr. Jones’ name, on account of unofficial 
advices that the Commission men handling the matter have re- 
ceived, was taken as indicating a disagreement between the C. 
F. A. lines on the one hand and the Mississippi Valley lines on 
the other. The first mentioned group, on account of the control- 
ling interest Trunk Line carriers have in them, is supposed 
naturally to desire the routing of import and export traffic 
through the north Atlantic ports. The interest of the Mississippi 
Valley lines and their connections lies in exports and imports 
through the Gulf and south Atlantic ports. 


OCEAN CONFERENCE AGREEMENTS 


The shipping board has approved the following ocean con- 
ference agreements: 


An agreement of the Panama Mail Steamship Company, operating 
between the Canal Zone and San Francisco, and three carriers op- 
erating between San Francisco and British Columbian ports. The 
agreement provides for the through movement of shipments between 
the Canal Zone and Vancouver and Victoria at the local rates of the 
Panama Mail Steamship Company, plus $2 per ton on southbound and 
$5 per ton on northbound traffic. Southbound the Panama Mail is 
to absorb the difference between the coastwise carrier’s rate and $2. 
Northbound the Panama Mail retains the difference, if any, between 
the coastwise carrier’s rate and $5. On shipments of less than 100 
tons the Panama Mail Steamship Company and the participating 
coastwise carrier will each absorb 15 cents state toll and 50 cents 
per ton drayage. On lots of 100 tons or over, coastwise carrier will 
call at the Panama Mail dock, thus eliminating drayage charge and 
one state toll; the remaining state toll of 15 cents to be absorbed by 
the coastwise line on southbound shipments and by the Panama Mail 
on northbound shipments. On coffee in lots of less than 100 tons the 
entire drayage charge of $1 will be absorbed by the Panama Mail, 
for the reason that as to this one northbound commodity moving 
from the Canal Zone the $5 for service from San Francisco to Brit- 
ish Columbia agreed upon exceeds the coastwise carrier’s proportion 
of the through rate by $1. 

The Transatlantic Steamship Company, Ltd., operating from San 
Francisco to Australia, agrees separately with each of four inter- 
coastal carriers, namely, the Dollar Steamship Line, Luckenbach 
Steamship Company, Inc., Panama Pacific Line, and the Williams 
Steamship Company, [Inc., for joint through service from Atlantic 
Coast ports to Sydney, Melbourne, Adelaide, Brisbane, and Newcastle, 
Australia, at specified rates per ton of 2,000 pounds or 40 cubic feet, 
rates not applicable to packages weighing more than 6,720 pounds. 
Shipments are to move on prepaid through bills of lading and the 
through rates are to be divided equally between the participating in- 
tercoastal carrier and the Transatlantic Steamship Co., each to assume 
50 per cent of the cost of transhipment at San Francisco. Stated arbi- 
traries are to be charged in addition to the specified through rates on 
traffic destined beyond the Australian ports of call indicated. 


SHIPS FOR COAL EXPORTS ASKED 


Representatives of bituminous coal producers and exporters 
at a hearing before the shipping board, November 23, urged the 
board to provide for the handling of expert coal shipments in 
its vessels from Atlantic ports such as Philadelphia, Baltimore, 
Hampton Roads and possibly Charleston, S. C. The board does 
not now quote rates on coal shipments. 

Establishment of the kind of service requested, it was 
pointed out to the board, would enable the coal producers and 
exporters to market their coal abroad and meet foreign compe- 
tition. The coal representatives said they felt that the coal in- 
dustry was entitled to service from the shipping board as well 
as the producers of other commodities. Any coal that might 
be exported, it was pointed out, would aid the coal industry in 
the United States. Rail facilities to the Atlantic ports, it was 
said, were ample to take care of export shipments. 

The coal producers and exporters were represented by 
Arthur Hale; W. T. Coe, of the Consolidated Coal Co.; S. M. 
Dubois, Hollis Stover and John D. Battle, of the Ntaional Coal 
Association. 

The board said it would take the request under advisement. 


STATUS OF AMERICAN SHIPPING 


On June 30, 1927, the merchant marine of the United States, 
including all kinds of documented vessels, comprised 25,778 ves- 
sels of 16,887,501 gross tons, of which 2,447 seagoing vessels of 
11,071,918 gross tons were 1,000 tons or over, compared with 
26,363 vessels of 17,356,421 gross tons on June 30, 1926, accord- 
ing to the report of A. J. Tyrer, commissioner of navigation, of 
ay ae of Commerce, for the fiscal year ended June 

Of the ships reported, 879, with a gross tonnage of 4,539,706, 
were credited to the Shipping Board, as against 1,056 with a 
gross tonnage of 5,162,334, on June 30, 1926. 

Of the total tonnage reported, 1,305 vessels of 6,291,457 gross 
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NEW ORLEANS 


One of The World’s 
Great Clearing Houses 


NOTHING succeeds like success. When 
a port in an average year handles with 
dispatch 200,000 tons of coffee; about 
4,000,000 tons of petroleum; 400,000 
tons of metals and manufactures; over 
500,000 tons of bananas; 200,000 tons of ferti- 
lizers ; 800,000 tons of lumber; 450,000 tons of 


cotton, and other commodities in like proportions 
—it must have attained a high degree of efficiency 
and have had at its command adequate facilities 
of every kind. 


World shippers have found by experience that 
this has been true for many years at the Port 
of New Orleans. Here, every facility is pro- 
vided for the proper handling of all merchandise 
routed through this “Clearing House of the 
Americas.” To date, about $141,000,000 has 
been spent for equipment and major improve- 
ments. 


Saves Time and Money 


Unexcelled transportation service further 
facilitates the movement of merchandise through 
this city. Ten trunk-line railroads, splendid in- 
land water service to Mississippi gateways, with 
through and joint rates into 40 states, coastwise 
service, and 80 and more steamship lines which 
enter this Port on regular schedule, all make it 
easy and economical to ship through New 
Orleans. 


Every traffic manager should know all about 
the facilities offered at this Port. Write for full 
information. Address Room 204. 


NEW ORLEANS 


ASSOCIATION 
of COMMERCE 


Where p 
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costs are lower 





SPEED and ECONOMY 


when you ship 





The Port of — Texas 
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IFTY miles closer by WATER 
—s to the vast markets of the 
SES) Southwest— 


Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 


Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Arizona 
Colorado 


The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tariff. 


THIS BOOK IS FREE 
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Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 
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tons were engaged in the foreign trade and 1,531 vessels of 
5,084,604 tons were in the coasting trade. 

'The report showed a decrease of tonnage in foreign trade 
since June 1, 1921, but an incerase since that date, in the coast- 
ing trade, exclusive of the Great Lakes, of 2,624,017 gross tons. 
In the same six years the total seagoing tonnage decreased 1,- 
945,127 gross tons. 

In the fiscal year, 882 vessels of 245,122 gross tons were 
built and documented and on July 1, 1927, there were building, 
or under contract to build in shipyards of the United States 
280 vessels of 219,044 gross tons, according to the report. 

On June 30, 1927, the laid-up seagoing tonnage of the United 
States aggregated 751 vessels of 3,033,452 gross tons as against 
1,032 vessels of 3,922,394 gross tons on June 30, 1926, a decrease 
of 281 vessels and 888,942 gross tons, said the report. Shipping 
Board laid-up tonnage decreased 210 vessels of 705,854 gross 
tons, due partly to sales of ships for operation. 

Legislation fixing load lines on American vessels under 
American regulation was urged as heretofore. 

Of 285,269 officers and men shipped in the fiscal year before 
shipping commissioners, 134,531 were native Americans and 40,- 
947 naturalized Americans. 


CODIFICATION OF MARINE LAWS 


Proposed codification of the navigation and shipping laws 
of the country will be brought again to the attention of Con- 
gress at the coming session. The proposed code was submitted 
by the shipping board to Congress at the last session. The 
Senate commerce committee made a favorable report on the 
code but final action was not taken. 

Although there is no intention to change existing law by the 
codification, a number of proposed amendments may be submit- 
ted by the board for consideration in connection with the codi- 
fication bill. In the latter bill there is a saving clause specifi- 
cally stating that no existing law shall be changed by the codi- 
fication. 


John S. Woodruff, director of navigation laws revision of the 
shipping board, has compiled a large number of proposed 
changes in the present laws and these have been sent to various 
persons and organizations interested in the marine laws. 

A proposed amendment to the shipping act that would re- 
quire intercoastal lines to file actual rates with the board, in- 
stead of maximum rates, was included in the suggested amend- 
ments, but the board has decided that it will not propose such 
an amendment at this time. 





MANAGING OPERATORS’ FEES 


Commissions paid to managing operators of shipping board 
lines are being revised as to individual operators as the result 
of the decision made by the board some time ago to readjust the 
basis of compensation to its operators. Heretofore, the agree- 
ments with the managing operators have provided for straight 
commissions of 71% per cent of gross revenue on outbound cargo 
and 3 per cent on inbound cargo. The board has decided that 
there should be a sliding scale of commissions so that operating 
conditions confronted by each line may be reflected in the com- 
missions paid. Under the plan adopted, the commissions of some 
operators will be increased and some will be decreased. The 
board has increased the commission of the Black Diamond 
Steamship Corporation, operator of the American Diamond Line, 
from 744 to 9 per cent on outbound cargo and from 3 to 4% per 
cent on inbound cargo. Revision of commissions paid to oper- 
ators out of Gulf ports is now in progress. Officials of the board 
believe that the new plan will be an improvement over the old. 
It is pointed out that under the old basis, the same rates of com- 
missions were paid, regardless of the number of ships operated 
or of conditions peculiar to a given line. 


REDWOOD LINE CHANGE 


The Finkbine-Guild Transportation Company, operating the 
Redwood Line, announces the removal of its general offices from 
Gulfport, Miss., to New Orleans, effective November 28. The 
Redwood Line ships will continue regularly scheduled calls at 
Gulfport and complete agency service will remain available, as 
the redwood lumber operations are not affected. 

This change, it is stated, is made in order to give better 
service to shippers in the intercoastal trade. 


PARCEL POST REGULATIONS 


“Report has been made to this office,” says W. Irving Glover, 
second assistant Postmaster General, “that for letter and parcel- 
post packages sent for commercial purposes to foreign countries 
and noncontiguous possessions of the United States (including 
Alaska, Hawaii, Philippine Islands, Porto Rico, and the Virgin 
Islands of the United States) the senders are not being re- 
quired to furnish export declarations (Form S-250) in appropriate 
cases, as set forth in section 72 on pages 204 and 205 of the 
July, 1927, Postal Guide. 

“Postmasters will give as much publicity as possible, with- 
out expense to the department, to the need for export declara- 
tions for merchandise valued at $25 or more and mailed to busi- 
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ness individauls or firms in any of the said places, as set forth 
in the said section 72, in order to enable the Department of 
Commerce to compile statistics of exports by mail to the said 
destinations, and will instruct all concerned at their offices to 
refuse to accept packages offered for mailing to those destina- 
tions for which export declarations are not furnished when re- 
quired. 

“Letter packages posted in letter boxes and drops for de- 
livery to business individuals or firms in any of the aforesaid 
places, which postmasters have reason to believe contain mer- 
chandise of the value of $25 or more and for which export dec- 
larations have not been furnished, should be returned to the 
senders for the furnishing of such required export declarations.” 


BOARD SELLS VESSEL 
The shipping board has approved the sale of the Mariners 
Harbor, a steel cargo ship of 3,535 deadweight tons, now laid up 
at New York, to R. W. Malone of Washington, D. C., for $43.000, 








OCEAN COMMERCE IN U. S. SHIPS 


In the nine months ended with September, American ves- 
sels carried 35.3 per cent, by value, of domestic exports and 
33.8 per cent of general imports, of the United States, in foreign 
trade, according to the monthly summary of foreign commerce 
issued by the Department of Commerce. In the preceding year 
the percentages were 33.4 and 30.5, respectively. In September 
American vessels carried 35.2 per cent of the exports and 28.5 
per cent of general imports, as compared with 34.8 and 28.2, 
respectively, in September, 1926. 


SALE OF PACIFIC LINES 


Action by the shipping board with respect to sale of its 
cargo lines operating out of Pacific coast ports is not expected 
in the near future. The feeling obtains in shipping board circles 
that the question of whether or not the lines shall be sold, and 
the question of whether a five-year or ten-year guarantee as to 
operation by private purchasers shall be imposed, will be de- 
bated in Congress. An inquiry may be ordered by Congress into 
the matter. If that is done, the proposal to sell the lines will be 
indefinitely postponed. The members of the shipping board have 
been unable to reach an agreement as to whether a five-year or 
ten-year guarantee as to operation should be required of pur- 
chasers of the lines. 


‘\ 


RIVERS AND HARBORS CONGRESS 


Speakers at the twenty-third convention of the National 
Rivers and Harbors Congress, to be held in Washington, De- 


cember 7 and 8, and the subjects they will discuss, include the 
following: 


J. Hampton Moore, of Philadelphia, president, Atlantic Deeper 
Waterways Association, and Joseph N. Teal, of Portland, Ore., 
Bridges Over Navigable Rivers;’ General William L. Sibert (re- 
tired), chairman, Alabama State Docks Commission, “‘The Port of 
Mobile;’’ Harvey Campbell, vice-president-secretary, Detroit Board of 
Commerce, “The Great Lakes;’”’ Colonel W. M. Wiley, Sharples, W. 
Va., vice-president and general manager, Boone County Coal Corp., 
“Transportation as a National Asset;’’ J. P. Haynes, traffic director 
Chicago Association of Commerce, “European Waterways;” <A. J 
Weaver, Falls City, Neb., president, Missouri River Navigation As- 
sociation, “‘Missouri River Navigation and Agricultural Relief;’’ and 
ee J. H. McDuffie, of Alabama, ‘‘Waterways and the Army 
Ongineers.”’ “ 


’ 
. 


A symposium on flood control will be participated in by: 


__ Major General Edgar Jadwin, chief of engineers, U. S. Army (who 
will fully describe the plan prepared by the army engineers); Herbert 
Hoover, secretary of commerce; Senator Ransdell, of Louisiana; Gif- 
ford Pinchot, former governor of Pennsylvania; and Frederick A. 
nc chairman, flood control committee of the U. S. Chamber of 

ommerce. 


TRANSPORTATION DIVISION REPORT 


Close contacts have been established and maintained by the 
transportation division of the Department of Commerce with 
the regional advisory boards of the American Railway Associa- 
tion, says the annual report of Julius Klein, director of the 
Bureau of Foreign and Domestic Commerce of the department, 
in reviewing the activities of the division for the fiscal year 
ended June 30, 1927. As to packing, the report said: 


In both the domestic and export fields the packing section of the 
transportation division has continued its work of improving packing 
methods and minimizing loss and damage to merchandise in trans- 
portation. During the past year this section has brought to a suc- 
cessful conclusion important work in its domestic packing activities. 
Eight bulletins on scientific container construction have been pub- 
lished with the full approval of the advisory board on domestic 
packing. The first bulletin of this series, entitled “Paper Wrapped 
Packages,’ has gained wide distribution, its sale having already 
reached 91,316 copies. The other bulletins of this series have recently 
been released, and preliminary sales indicate that the distribution 
of these will equal that of the initial pamphlet of the series. 

The manual Packing for Foreign Markets has proved of great 
value to exporters. The marked improvement in American packing 
methods during the past few years is clearly shown by the fact that 
several European countries have sent delegations here to study our 
production and packing methods. 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 
From Philadelphia : ‘nome and Saturdays 
From Houston........ Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 
Territory 
In the South 


MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 

























| NEWTEX LINE 


Differential Rates 
WEEKLY SERVICE TO 
Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday noon. 
Pennsylvania Pier 4, Canton (Baltimore) , Maryland, Monday night. 
AB and 


C Terminal, Brunswick, Ga., Thursday. 


For information apply to 
New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 
Cotton Exchange Building N. Emanuel & Co., ‘nen 
‘exas Brunswick, Ga. 


Houston, 
Dallas National Bank Building hardson, Mana nager 


A. L. Ric 
Dallas, Texas 515 p-1-*.... Bidg., Baltimore, Md. 


UNION cites ro WATERBURY 
BEACON FALLS@,-ONAUGATU 
AnSONA SOseTHOUR 
SHELTON'o OERBY 
DEVON é We 0 toy NEW HAVEN 
ssl 


SOUTH NORWALK 


TO ALL LONG ISLAND SOUND 


POINTS WEST aa 


WEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 


S00 TERMINAL eamarsp iri 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 
Space for Rent 


Cool Temperatures 
“THE ECONOMICAL WAY” 
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PANAMA MAIL S.8S. CO. 


Fast Freight and Passenger Service 

Scheduled ew. My Panama Canal 

From—SAN FRANCISC ‘AND I LOS ANGELES 
To—HAVANA AND N NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 

S. S. COLOMBIA 

S.S. VENEZUELA 

Ss. S. ECUADOR January 

Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur, 
Balboa and Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama pad South America and European Ports 


FFICES 
350 Marquette Bidg., one i 2 Pine Street, San Francisce, Cal. 
10 Hanover 8q., New York, N.Y. 648 8. Spring St., Les Angeles, Cal. 


Route Your Shipments Care of 


Great Lakes 
Transit Corporation 


21 freight steamers—unequaled 
refrigerator service—attractive 
savings under all rail. 


Routes ney from coast to coast in connection with 
rail lines 


Also oeinn passenger service: Steamers JUNIATA, 
OCTORARA and TIONESTA between Buffalo, N. Y., and 
Duluth, Minn., and intermediate ports. 


Communicate with us regarding rates and fares 
223 Erie Street, Buffalo, N. Y. 





GERMAN RAILROAD 


FREE FREIGHT RATE SERVICE 


The German Railroad Company of Germany has established a 
free freight rate bureau for the convenience of 
American Import and Export shippers 


Freight Rates Farnished To, From and Through 
Germany and To Ceatral Europe Free of Cost 
APPLY TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 
HANS ENGEL, General American Representative 


11 Broadway, NEW YORK, N.Y. 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
ree WESTERLY fr OM " London and Norwich, Conn, 





t O South and Southwest 


suumen BOAT SERVICE 
ee STORE DOOR DELIVERY 
BY OUR OWN MOTOR TRUCKS 


CHICAGO, ILL. 


40 Car Siding. Free Swi 


Represented by 
nearer. WAREHOUSING, INC. 





Cc. F.A., W.T.L., Inter-Mountain, 


CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC., Pier 32 E. R., New York City, "®*Shtiasne o> 


LOCATED NEAR LOOP 


Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 
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Questions and Answers 


In_ this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions oye 3 Sey practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. . ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Damages—Interest on Overcharges—Payment of by Carrier by 
Water 


Pennsylvania.—Question: Exception has been taken by a 
water line to payment of interest on overcharge claims. This 
line is a party to through water and rail rates, the tariffs for 
which carry Interstate Commerce Commission numbers, and, in 
refusing to allow interest, it informed us that compliance with 
Conference Ruling No. 489 was neither mandatory or compulsory. 


It may be that you have previously answered this question, 
although we have no knowledge of it. May we have an ex- 
pression from you on the subject and, if the matter has been 
carried to the lower courts, and finally the Supreme Court, we 
would appreciate your making reference to such procedures. 


Answer: Under section 1 of the interstate commerce act the 
provisions of the act apply to common carriers engaged in the 
transportation of passengers or property wholly by railroad or 
partly by railroad and partly by water when both are used under 
a common control, management or arrangement for a continu- 
ous carriage or shipment. 


With respect to the application of the interstate commerce 
act to a common carrier by water, see the Commission’s Con- 
ference Rulings 66, 155 and 354, and In the Matter of Jurisdiction 
Over Water Carriers, 15 I. C. C. 205. 

Under these conference rulings it is the arrangement for 
continuous carriage which makes the traffic subject to the in- 
terstate commerce act requiring the publication and filing of 
rates covering such continuous carriage with the Interstate 
Commerce Commission. 


The Commission, in Conference Ruling 489, has laid down 
certain principles governing the payment of interest on over- 
charges which are to govern carrier subject to the act, including, 
as we understand, carriers by water. 


Tariff Interpretation 


Missouri.—Question: We will appreciate your opinion as to 
the rate applicable to the following shipment: 


Brick, moving in carloads, from Maryland Heights, Mo., to 
Hayti, Mo. The Frisco Railway contends that the applicable 
rate is 134 cents, as published in S. W. L. 114-A, I. C. C. 1645, 
while it is our contention that the rate applicable is 111% cents, 
published in W. T. L. 91-E, I. C. C. A-1454. Under item No. 80 
of W. T. L. 91-E, there is an exception that the rates on brick 
named in that tariff are not applicable on shipments moving 
from St. Louis on the Frisco to stations in Missouri listed in 
Note 2, which includes Hayti, Mo. However, by referring to 
item 50 of this tariff, you will find that provision is made that 
the rates named in W. T. L. 91-E are the maximum rates ap- 
plicable on Missouri state traffic. 

We will appreciate it if you will advise, if, in your opinion, 
the 11% cent or 13% cent rate is applicable. 

Answer: It is our view that the 13% cent rate, as carried 
in S. W. L. Tariff 114A, Agent Johanson’s I. C. C. No. 1645, is 
the applicable rate. In item 80 of W. T. L. Tariff 91E, Agent 
Boyd’s I. C. C. No A1454, it is provided: 


Rates named herein, on commodities named in Note 1, to or from 
stations in Missouri specified in Notes 2 and 3 hereof, will not apply 
on Intrastate Traffic. Rates named in S. W. L. Tariff No. 114-A, 
Agent Leland’s I. C. C. 1645 * * * will apply. 


Hayti is, as you say, named in Note 2. Maryland Heights 
is not named in Notes 2 or 3. However, observe that item 80 
does not require that both origin and destination be named in 
the notes, but, as we interpret it, it is sufficient if either one 
is named. Hayti being named, said tariff (Agent Boyd’s 91-E) 
becomes inapplicable on the movement in question, and we must 
therefore refer to S. W. L. Tariff 114-A for the rate. 

The maximum clause as carried in item 50 of tariff 91-E 
is inapplicable, because, as we show above, this tariff does not 
carry a rate between the points in question. Therefore there 
can be no maximum. In other words, in order to use item 50 
it is necessary to have an applicable rate in tariff 91-E and if 
and when you do that rate becomes the maximum. Here, how- 
ever, there is no rate in tariff 91-E, so there is no rate in this 
-tariff to be a maximum rate. 
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Tariff Interpretation—Minimum Charge—Articles Exceeding 
Twenty-two Feet in Length and Not Exceeding Twelve 
Inches in Diameter 
Illinois —Question: Shipment one telephone pole, 40 feet 

long, dimensions not exceeding 12 inches in diameter, was re- 

cently made from one station to another on the Baltimore & 

Ohio, within the state of Illinois. 

We contend that, in accordance with rule 29, section 3 (a) 
of the Illinois Classification, same should be billed at actual 
weight, subject to minimum charge at 4,000 pounds, at the first 
class rate. However, shipper (consignee) contends provisions 
of section 3 (b) are properly applicable which provide that ship- 
ment shall be charged at actual weight, subject to a minimum 
charge of 1,000 pounds at the first class rate. 

Your reply advising which contention is correct will be 
greatly appreciated. 

Answer: It is our view that the shipper’s contention is cor- 
rect; that is, section 3 (b) of rule 29 of Illinois Classification No. 
13, Galligan’s I. C. C. 46, is applicable to the movement in ques- 
tion. The wording of section 3 (a) of said rule is, in part, as 
follows: 


Unless otherwise provided in separate description of articles a 
shipment containing articles, of dimensions other than those specified 
in Section 3 (b) of this Rule * * * 


Section 3 (a) applies, if and when section 3 (b) does not 
cover. The article shipped comes within the terms of section 
3 (b) of the rule; therefore, the applicable basis is actual weight 
and authorized rating, subject to a minimum charge of 1,000 
pounds at the first class rate for the entire shipment. 


Liability of Carrier for Loss of Coal 


Nebraska.—Question: Would appreciate it very much if you 
would advise whether or not there has been a Supreme Court 
rule upholding claims of dealers against carriers for loss of coal 
in transit where the weight at final destination showed a loss 
of less than 1 per cent of the net mine weight, with a minimum of 
500 pounds. 

Answer: A carrier is liable for the loss of goods resulting 
from its negligence in transporting a shipment and proof of the 
fact that a certain amount of coal was delivered to the carrier 
at point of origin and that a lesser amount was received at 
destination ordinarily makes a prima facie case, the burden 
being upon the carrier to show that the loss occurred from some 
cause for the consequences of which the carrier is not liable. 
See, in this connection, Smith vs. L. & N. R. Co., 209 N. W. 465; 
Davis vs. Zimmern, 99 Sou. 307; Baker vs. Dittlinger Roller 
Mills Co., 203 S. W. 798, and Nye-Schneider-Fowler Co. vs. C. 
& N. W., 282 N. W. 967. 

The latter case, while covering a shipment of grain, con- 
tains a statement of the principles which are applicable in the 
case of loss of coal. 

In the final analysis it is a matter of proof as to whether 
or not there was in fact a difference between the origin and 
destination weights, the carrier being liable upon proof of this 
fact, unless it can show that the shortage was the result of 
shrinkage or some other cause for the consequences of which 
it is not responsible. 

The amount of the coal lost does not enter into the matter 
of the carrier’s liability, but may be a factor in the matter of the 
proof of the loss, owing to scale variance or shrinkage. 


Tariff Interpretation—Application of Rule 77 


Tennessee.—Question: If a railroad omits a station from 
its tariff (point of destination), what rate would it take? Ex- 
ample: What would be the rate on cotton in bales “carrier’s 
privilege of compression” when routed I. C. from Memphis, care 
Baltimore & Ohio Railroad for New York, New Haven & Hart- 
ford, destined “Tafts,”’ Conn.? 

Answer: According to the official Railway Guide Map of 
the N. Y. N. H. & H. R. R., Tafts, Conn., is located directly 
between Greenville, which is north of Norwich, and Jewett City, 
Conn., the latter being south of Plainfield and the more distant 
point. 

Agent Glenn’s Tariff No. 83, I. C. C. No. A-598, is the tariff 
that should carry the rate, but it does not, due to the fact that 
Tafts is not named in the B. & O. basing book nor does the rate 
tariff itself provide a basis therefor. 

However, on page 14 in the last item, you will observe that 
rates from Memphis (said point being listed in item 400, page 
18), are subject to rule 77. Paragraph (4) of rule 77 on the 
same page (14) reads as follows: 


Where Rule 77 is applicable and it develops that shipments have 
moved from (or to) an intermediate point under a rate higher than 
that contemporaneously applicable from (or to) the more distant point, 
carriers will file an application with the Interstate Commerce Com- 
mission on the Special Docket for authority to make refund on all 
such — to the basis of the rate from (or to) the more dis- 
tant point. 


The Boston rate of $1.20% is applicable to Jewett City 
and Plainfield, Conn., etc., which are more distant points and 
on the same line beyond Tafts; therefore, you are entitled to 
this rate under rule 77 quoted above. 
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TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 
















GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 






Be You Casein Neighbor 
in Los Angeles 


You actually become your customers’ 

neighbor in Los Angeles when you have 

_ astock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


EASTERN REPRESENTATIVES: 


CROOKS TERMINAL WAREHOUSES 
Woolworth Bldg. 417 W. Harrison St. 
NEW YORK CHICAGO 




























View CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL ST ORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 























Total General Storage Capacity: 9,706,000 Cubic Feet 








MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 


















SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 


No Trucking, Switching or Draying. Fire-Proof Storage—Automatic Sprinkler. Daily Stock Reports if Desired. 
Finance Through Our Warehouse Receipts. Write or Wire for Detailed Information—Now! 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . HOUSTON, TEXAS 
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Reconsignment—Shipper’s Instructions Containing Condition of 
Protection of Specified Rate 

Michigan.—Question: We would like to have your opinion 
regarding a claim which we have against the X Railway. 

A certain car of hay was on track refused at A, N. C. We 
wired the agent at A to reconsign this car siraight to B, N. C., 
and to protect the through rate from point of origin to B. 

The agent at A reconsigned this car immediately, but charged 
local freight charges from B. We now find, on referring to the 
tariffs, that there is no through rate from shipping point to B 
via A and the X Railway are refusing to protect the through 
rate from point of origin to B, claiming that the car was out 
of route moving via A. 

As we understand it, our instructions were to reconsign it 
on a through rate and, providing the through rate could not be 
protected, the agent was not to reconsign the car. We feel that 
as long as he did reconsign the car that we are entitled to the 
through rate, and ask your opinion in the matter. 

Answer: With respect to this question, see Chevrolet Motor 
Co. of Michigan vs. C. R. I. & P. (mimeographed), decided Octo- 
ber 14, 1927: 


Complainant contends that the protection of the joint through rate 
named in the order of reconsignment was a condition precedent to 
the reconsignment; that if such rate could not be protected defendants 
were obligated to so notify complainant and to await further orders; 
and that failure to do so was equivalent to misrouting the shipment. 
It states that it had no knowledge of the location of the shipment 
when giving the order; that the shipment was tendered for delivery 
and charges assessed at first on the basis of the joint through rate; 
and that the notify party accepted the shipment without knowledge 
or notice that the conditions of the reconsignment order had not been 
complied with. It urges that under such circumstances a carrier 
should notify the party givihg the order a reconsignment before tak- 
ing any action and that its failure to secure additional instructions 
obligates it to protect all the terms and conditions of the order upon 
which it acted. 

Defendants point out that the $2.845-rate was not applicable to 
Brownwood over any route beyond the point where the car was 
located at the time the reconsignment order was received; that de- 
fendants were not obligated to so notify complainant under the appli- 
eable tariff rules; and that it was impossible to reconsign the car to 
Brownwood over any route that would afford protection of the joint 
through rate, or to move the car via the route named in the letter 
of confirmation. They urge that the order received was essentially 
one to reconsign the car to another destination, and that they were 
justified in reconsigning the car to Brownwood over a route afford- 
ing the lowest rate via the reconsigning point. 

The situation here presented is different from that in which the 
carrier was able at the time the reconsignment order was given to 
divert fhe shipment to the route over which the lower rate named 
in the order applied. In the present case the shipment could not have 
been forwarded over any route over which the $2.845-rate would have 
applied at the time the order of reconsignment was given. There- 
fore, if we accept complainant’s contention that the protection of the 
rate named in the order was a condition precedent to reconsignment 
and that defendants were obligated to notify complainant that such 
rate could not be protected, it follows that the forwarding of the ship- 
ment to Brownwood was unauthorized. The shipment could have been 
refused at that point and the defendants compelled to return it to 
Marlin without expense. Instead, by accepting the shipment at Brown- 
wood the failure to observe this condition was waived. The fact that 
the shipment was accepted without notice that the $2.845-rate had 
not been protected, as stated by the complainant, does not relieve 
the responsible party of its liability to pay the applicable charges. 
Reeves Coal Co. vs. C. M. & St. P. Ry. Co., 37 I. C. C. 707. 


Tariff Interpretation—Application of Intermediate Rule 


Ohio.—Question: April 24, 1924, a car of pine lath was 
shipped from Spokane, Wash., to South Gary, Ind., Michigan 
Central delivery, on which freight charges were collected on 
the basis of 71 cents per 100 pounds, as carried in Toll’s 17 
series. 

Toll’s 28 series carried a rate of 68% cents per 100 pounds 
to Chicago Heights, Ill., with the clause covering application of 
rates to unnamed intermediate points. South Gary, Ind., is an 
intermediate point to Chicago Heights on the Michigan Central 
Railroad. We contend that the intermediate application will 
protect the rate of 681% cents to South Gary, Ind. 

We will thank you for your views or cite us to any cases 
that may help us. 

Answer: Item 4, page 85, Countiss’ Tariff 28-F, I. C. C. 1127, 
effective on date of movement, reads: 


Directly intermediate stations or sidings not shown in tariff via 
routes specified, but located between points to which rates are pro- 
vided, will take rates published to next more distant stations. 


South Gary, Ind., according to Michigan Central Station List, 
I. C. C. 5196, is located on the Joliet branch running out to Joliet 
from New Chicago, Ind. The tariff in question carries a rate of 
6814 cents to Chicago Heights, Ill., and one of 70% cents to 
Michigan City, Ind. Said rates are applicable via various routes 
thence through Chicago or Joliet, Ill. However, to get South 
Gary, Ind., between the points in question, it is, in our opinion, 
necessary to come in through Joliet, Ill., through Chicago Heights, 
which would make Michigan City, Ind., the more distant point, 
and therefore that rate (70% cents) applicable. The Chicago 
Heights rate will not apply because in order to make it the more 
distant point shipment would have to move in through Chicago, 
thence through New Chicago, or East Gary, back to South Gary 
(which is actually between Liverpool and Ross, according to 
the Michigan Central distance table), and so the traffic would 
not pass through Michigan City; hence South Gary would not 
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be between via the Chicago gateway. 

In other words, it is not sufficient that the point be between 
on the map, but it must be between “via routes specified.” 
Tariff Interpretation—Minimum Charge L. C. L. Shipments— 

Articles Not Classified in Classification 

Illinois —Question: With reference to your answer to “Mich- 
igan,”’ page 868 of The Traffic World of Octoher 15, 1927, desire 
to say that we agree with your interpretation of rules Nos. 13 and 
16 of Consolidated Freight Classification No. 4 that any quantity 
is neither C. L. or L. C. L., and while on the subject, wish to 
bring up similar question that has arisen in connection with 
rule No. 100 of Boyd’s Tariff Circular 1-S, I. C. C. A-1644. This 
rule provides for one-half of fourth class rating on barrels or 
drums, etc., second-hand, empty, L. C. L., which is subject to 
L. C. L. minimum charge in accordance with current Western 
Classification, although these second-hand articles are not classi- 
fied in the Consolidated Classification. 

Is it your version that rule No. 100 is subject to the mini- 
mum L. C. L. charge of 50 cents provided for in rule 13 of the 
classification where charges, based on one-half of fourth class 
at actual weight, make lower than 50 cents in view of the fact 
that this commodity is not classified in the classification? 

The benefit of your opinion on this phase of the matter will 
be appreciated. 

Answer: Rule 100, W. T. L. Exceptions 1-S, Boyd’s I. C. C. 
A-1644, reads: 


Barrels or drums, iron or steel, cylinders, iron or steel, second- 
hand empty, L. C. L. minimum charges in accordance with Current 
Western Classification. Straight or mixed carloads, minimum weight 
in accordance with Current Western Classification—One-half of Fourth 
Class Rates—All territory. Except as otherwise provided in rule. 


The exception is not pertinent. 

It is our opinion that the above rule is subject to the mini- 
mum L. C. L. charge of 50 cents, as provided for in rule 13. 
This, for the reason that this rule does not, in our opinion, pro- 
vide for an any-quantity rating, as was the case in the answer 
referred to by you. Instead, rule 100 provides for an L. C. L. 
and C. L. basis, even though the same rating per 100 pounds, 
that is, one-half of fourth class, is applicable to both C. L. and 
L. C. L. It is true that the commodity is not listed in the clas- 
sification exactly as it is described in rule 100, that is, as “sec- 
ond-hand, empty articles,” but nevertheless, the articles are 
rated in the classification because the classification items are 
not confined to new articles, and therefore will cover both new 
and second-hand articles. Therefore, having a carload rating 
and minimum weight and an L. C. L. rating, the “any-quantity” 


feature which was involved in our answers referred: to is not 
present and so rule 13 applies. 
Long and Short Haul—Definition of Term “of Like Kinds of 
Property” 
Illinois —Question: What construction and interpretation 
has the Interstate Commerce Commission placed upon that part 
of the’ fourth section, viz.: 


That it shall be unlawful for any common carrier subjected to the 
provisions of this act to charge or receive any greater compensation 
in the aggregate for the transportation of passengers, or of like kind 
of property, for a shorter than for a longer distance over the same 
line of route in the same direction, the shorter being included in the 
longer distance. 


Under such interpretations would not gravel, when in com- 
petition with crushed stone, be considered a like kind of prop- 
erty? 


Answer: We can locate no opinion of the Commission or 
decision of the courts in which the term “of like kind of prop- 
erty,” as used in section 4 of the interstate commerce act, has 
been definitely defined. 


However, in Wynn vs. Wabash Co. (Mo.), 86 S. W. 562, the 


court, in construing a similar provision of the state constitution, 
said: 


The charge of a higher freight rate, for transportation of sheep 
than that fixed for the transportation of cattle and other live stock 
did not constitute a discrimination, with Rev. St. 1899, Section 1129, 
providing that, if any carrier shall charge a greater or less com- 
pensation for any service in the transportation of any kind of prop- 
erty than it charges any other person for doing for him a ‘‘like 
service’ in transportation of'a “like kind of property’’ under sub- 
stantially like circumstances and conditions, such carrier shall be 
deemed guilty of unjust discrimination. 


See also Conference Ruling 304 (a), which reads as 
follows: 


The Fourth Section applies to all rates and fares, but in de- 
termining whether its provisions are contravened rates and fares of 
the same kind should be compared with one another; that is, trans- 
shipment rates should be compared with trans-shipment rates; pro- 
portional rates with proportional rates; excursion fares with excur- 
sion fares; and commutation fares with commutation fares. It would 
not be in violation of the Fourth Section, for instance, if a proportional 
rate to or from a given point were lower than the: regular rate to 
or from an intermediate point, nor if the commutation fare to or from 
a more distant point were lower than the regular rate to or from an 
intermediate point. (Rulings 309, 310.) See Southern Illinois Miller's 
Association vs. L. & N. R. R. Co., 23 I. C. C. 673; and Rates on Grain 
and Grain Products to Texarkana, Ark., 29 I. C. C. 36. 


See also Royal Milling Co. vs. G. N. Ry. Co., 47 I. C. C. 263, 
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GULF PACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
209 South La Salle Street, Chicago, II. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 















Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 


\> 
ine 
T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 
W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 

Dime Bank Building, 110 South Dearborn St., 

Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


| Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash. Vancouver, B. C. and Victoria, B.C. 
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| PANAMA PACIFIC LINE 


again reduces transit time from 


COAST TO COAST 


New passenger and freight steamer 


30,000 tons displacement 
Sailing January 28, 1928, 
New York to West Coast. 14 Days 
Most modern cargo handling facilities. 
Many large side ports, garage deck for 
automobiles. Large refrigerator and cool 


air space. Nearby sailings fastest service 
to the Coast 


From New York From San Francisco 
Pacific Pine, December 10 Manchuria, December 3 . 


To San Diego, Los Angeles Mongolia, December 17 
San Francisco, Seattle = 

. Manchuria, January 21 

Manchuria, December 29 Mongolia, February 4 


Mongolia, January 12 


PANAMA PACIFIC LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


No. 1 Broadway, New York City 
Or Any Authorized Steamship or Railroad Agent 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 





FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Carta 
og ll unste Selbeshte 
Jamaica Outports Santa Marta 
CANAL ZONE nn 
Cristobal ALSO 
PANAMA aad a oon 
Bocas del Toro Spanish Honduras 








Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 






OF wile otinet New York, N. Y. 
321 St. Charles Street ......... New Orleans, La. 
eg, RS ere oe Boston, Mass. 





Marquette Building.................. Chicago, Ill. 
311 California Street.......... San Francisco, Cal. 
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270; Massey Gin and Machine Works vs. C. of G., 101 I. C. C. 
45, 46, and Rates Between C. F. A. Territory and Points on C. & 
O. Ry., 47 I. C. C. 576, 580, in which latter case the Commission 
said: 


In view of these circumstances and of the generally circuitous 
character of the petitioners’ route, we are of opinion that the situa- 
tion presented constitutes a special case within the meaning of the 
Fourth Section and that except as otherwise provided herein petitioner 
should be permitted to continue to meet the rates of shorter lines he- 
tween Louisville and Ashland and C. F. A. Territory, and to maintain 
higher rates to and from intermediate points on its Lexington dis- 
trict, upon the following conditions: 

That the rate on any quantity to or from any intermediate point 
shall not exceed the rate on the same commodity to or from the next 
more distant point to or from which a lower rate is charged by a 
greater amount than the rate to or from the intermediate point on 
the class to which the commodity belongs exceeds the rate on the cor- 
responding class to or from the more distant point. 


Tariff Interpretation—Application of Rule 34 to Double Load 

New Jersey.—Question: This has reference to our question 
of September 21, to which reply was made in The Traffic World 
of October 22, 1927. This reply, as I read it, has reference to 
a carload in a 40-foot car and a less-carload item in the same car. 

Our question is that we had two carloads in a large car, 
and where the rate was raised on both carloads to cover the 
required minimum for a large car. Our question is, “Does the 
carrier have authority to make two raises in weights of the 
contents of one car to overcome the minimum requirement?” 
Your tariff interpretation of rule No. 34 in your publication of 
October 22, 1927, does not answer our inquiry. 

Answer: In our answer we meant to convey the idea, in 
stating we see nothing which would exempt the movement in 
question from the application of the provisions of rule 34 of the 
classification, that the entire movement, that is, both shipments 
would be subject to the provisions of rule 34. 

Tariff Interpretation—Minimum Charge 

Michigan.—Question: Referring to your answer to “Michi- 
gan” on page 868 of the October 15 issue of The Traffic World, 
with its reference to previous issues. 

I understand that rulé 13 of Consolidated Classification No. 
4 taken alone relates to carload and less-carload freight, but 
section 1 of rule 16 is made subject to rule 13; therefore, if 
section 1 of rule 16 is subject to rule 13, it must be subject to a 
minimum charge, as rule 13 is a minimum charge rule only, and 
the clause (subject to rule 13) which follows section 1 of rule 
16, cannot be ignored. 

What, in your opinion, is the object to carrying this clause 
in section 1 of rule 16, if not to establish a minimum charge on 
oe rated any quantity, it is still carried in Classification 

o. 5? 


Answer: As we stated in our answer to “California,” on 
page 998 of the October 29, 1927, Traffic World, under the above 
caption, we cannot see how a broader application may be given 
to rule 13 than the terms thereof by reason of the cross ref- 
erence thereto in rule 16. 

No doubt, in making cross reference in section 1 of rule 16 
to rule 13, it was intended to make rule 16 subject to the pro- 
visions of rule 138, but, in our opinion, the purpose was not 
accomplished because of the limitations of rule 13. 


Tariff Interpretation—Intermediate Rule Application . 


California.—Question: A less-than-carload shipment taking 
second class rate, originates at Pittsburg, Calif., destined to 
Ronan, Mont., a point on a branch line intermediate to Polson, 
Mont., and beyond Dixon, Mont. The second class rate to Pol- 
son is $2.31, as published in F. W. Gomph’s Tariff No. 2-G, I. C. C. 
864, Index 1415, and the rate to Dixon is $2.24 in item 1413. 

As Pittsburg, Calif., is a group 1 point taking scale A rates, 
footnote 35 states that scale A rates apply from or to points 
named only. 

The rate charged was $3 per 100 pounds, which is higher 
than the aggregate of intermediate rates based over Dixon, but 
what we are trying to get is the rate to Polson as maximum, as 
this is a lower rate than the combination over Dixon. 

We contend that the footnote 35 does not apply to points of 
destination, inasmuch as item 48 provides in Note 1, “If a rate 
applies from or to a group of points of origin or destination, such 
rates will be considered as named or shown.” While we admit 
that Ronan is not as easy to include in a group as would an in- 
termediate point of origin, we still are inclined to believe that 
there is no authority to charge a higher rate than to the point 
beyond, namely, Polson. 

Answer: Item 48 of Agent Gomph’s Tariff 2-G, I. C. C. 864, 
reads, in part, as follows: 


Except rates which are stated to apply from and to points named 
—_. class rates to destinations or from points of origin to or from 
which class rates are not specifically provided in tariff will, in the 
absence of specific class rates from point of origin to destination, he 
made by adding to the rates shown in tariff the rates shown in other 
tariffs lawfully on file with the Interstate Commerce Commission, but 
if the rate so made exceeds the class rate to or from a point beyond 
= cy direct line or route as shown in tariff the latter rate 
will apply. 


Observe the last phrase of the item in question, “but if the 
rate so made exceeds the class rate to or from a point beyond 
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on the same direct line or route as shoown in the tariff, the 
latter will apply.” 

In other words, from or to intermediate points not named 
the aggregate of intermediates apply, if they make lower than 
the through rate from or to points beyond that are named. If, 
however, the aggregate of intermediates make higher than from 
or to the next more distant point, then the more distant point 
rate applies. 

This rule is designed to cover situations such as you de. 
scribe and is intended to prevent rather than create violations 
of the fourth section of the act. 

| 


2, 
e 





Digest of New Complaints 





bs 


No. 20102. Sub. No. 1. 
Florida, vs. A. B. & A. et al. 

Unreasonable rates on bituminous rock from Bowling Green, 
Ky., to Daytona Beach, Fla. Asks joint through.rates and routes 
and reparation. 

No. 20102. Sub. No. 2. Robert G. Lassiter & Co. vs. Same. 

Same complaint and prayer with respect to shipments of bi- 
tuminous rock from Bowling Green, Ky.,. to Lake Worth, Fila. 
No. 20196. Sub. No. 2. Floridin Co., Warren, Pa., vs. A. G. S. et al. 

Unreasonable and discriminatory rates on bituminous coal from 
mines in Alabama, Kentucky, Tennessee and Virginia to Quincy 
and Jamieson, Fla. Asks through joint rates and routes and 
reparation. 

No. 20280. St. Louis-San Francisco Railway Co., St. Louis, Mo., vs. 
Mobile & Ohio Railroad Co. 

Alleges defendant refuses to joint in construction and mainte- 
nance of a switch connection or interchange track between tracks 
of complainant and defendant in Columbus, Miss. Asks order re- 
quiring defendant to join in said construction and maintenance. 

No. 20281. Sunbury Converting Works, Sunbury, Pa., vs. Colonial 
Navigation Co. et al. 

Alleges overcharge on dry goods from Providence, R. I., to 
Sunbury, Pa. Asks reparation. 

No. a Pepin Pickling Co., Winona, Minn., vs. Chicago & North 
estern. 

Charges in violation of sections 1 and 4 of the act, on pickles in 
brine from Rice Lake, Wis., to Winona, Minn. Asks reparation. 

No. on . Arnstein Simon & Co., San Francisco, Calif., vs Santa Fe 
et al. 

Unreasonable rates and charges on woolens from New York 
City to San Francisco, Calif. Asks rates for future and reparation. 

No. 20284. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Pennsyl- 
valia et al. 

Charges in violation of sections 1 and 4 of the act, on rough 
lumber from Bourbon, and Columbia City, Ind., to Chatham and 
Hamilton, Ont. Asks reparation. 

No. a ae Bros. Drilling Co. et al., Dallas, Tex., vs. Santa 

e et al. 

Unreasonable rates on well-boring outfits, oil well supplies, etc., 
from points in Oklahoma, Kansas, Arkansas and Texas to points 
in Oklahoma and Texas. Asks rates for future and reparation. 

No. 20286. Central New Jersey Coal Exchange et al., Elizabeth, N. J., 
vs. Central of New Jersey et al. 

Rates in violation of sections 1 and 3 of the act, on anthracite 
coal from points in Pennsylvania to points in New Jersey. Asks 
rates and through routes for future. 

No. 20287. The United States Gypsum Co., Chicago, Ill., vs. Staten 
Island Rapid Transit et al. 

Charges in violation of sections 1, 4 and 6 of the act, on dental 
plaster of paris from New Brighton, N. Y., to Memphis, Tenn. 
Asks rates for future and reparation. 


No. 20288. The Nestle’s Food Co., Inc., New York City, N. Y., vs. 
Pennsylvania et al. 
Rates in violation of first three sections of the act, on empty 
tin cans from Weirton, W. Va., and New Philadelphia, O., to 
Gonzales, Hollister and Salida, Calif. Asks reparation. 


No. 20289. Collier-Keyworth Co., Gardner, Mass., vs. Ann Arbor et al. 
Rate and charges in violation of sections 1 and 3 of the act, 
on baby and doll carriage and children’s vehicle gears, in the raw 
a finished, in three classification territories. Asks ratings for 
uture. 
No. ite le _— Chevrolet Co., Baton Rouge, La., vs. Louisiana Ry. 
av. Co. 

Rates and charges in violation of sections 1 and 6 of the act, on 
automobiles from St. Louis and Detroit to Baton Rouge. Asks 
reparation. 

No. 20291. Gwin, White & Prince, Inc., Seattle, Wash., vs. Great 
' Northern et al. 

Illegal and unreasonable charges on apples from Wenatchee, 
Wash., to Minneapolis, Minn., diverted to Tampa, Fla. Asks 
reparation. : 

No. 20292. Atlas Plywood Corporation, Boston, Mass., vs. Bangor & 
Aroostook et al, 

Rates and charges in violation of sections 1 and 3 of the act, 
on box shooks and veneer from Greenville and Stockholm, Me., to 
Red Lion ad Dallastown, Pa. Asks rates for future and reparation. 

No. 20293. Texas Wheat Growers’ Association, Amarillo, Tex., vs. 
Southern Pacific et al. 

Rates in violation of sections 1 and 3 of the act, on grain from 
points in New Mexico to stations in Texas and to Texas ports for 
export. Asks ‘rates for future and reparation. 

No. 20294. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., vs. 
Norfolk & Western et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on plate glass from Butler and Glassmere, Pa., and other points in 
Pittsburgh territory, and from Norfolk, Va., imported from foreign 
— to Martinsville, Va. Asks rates for future and repara- 
tion. 

No. 20295. Acker & Cook et al., Elida, N. M., vs. Santa Fe et al. 

Unreasonable rates on salt from Anthony and other Kansas 
points to points in New Mexico. Asks rates for future and 


reparation. 
No. oa Pecos Valley Lumber Co., Roswell, N. M., vs. Santa Fe 
et al, 


Unreasonable rates on asphaltum from Destrehen, La., to Ros- 
well, N. M. Asks rates for future and reparation. 
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= | Calmar Steamship Corporation | T FONARD’S GUIDE 
oe ae Ante Beret | AniweBeper | Anwe-Serere || Freight, Express, Parcel Post | 








1 YORKMAR | Sept. 29 Oct. 8| Oct. 10 Oct. 15| Nov. 5 Nov. 10 
1 MASSMAR | Oct. 18 Oct. 23 | Oct. 25 Oct. 30} Nov. 20 Nov. 25 
| 1 OAKMAR Nov. 3 Nov. 8|Nov.10 Nov.15/| Dec. 6 Dec. 11 






RATES and ROUTINGS 


All in One Book! 







1 TEXMAR Nov. 18 Nov. 23 | Nov. 25 Nov. 30} Dec. 21 Dec. 26 
1 COMMERCIAL 
TRAVELER Dec. 3 Dec. 8| Dec. 10 Dec. 15| Jan. 5 Jan. 10 




















































































































‘ San Francisco 
unty, . Voy. Oakland Portland Seattle . : : 
reen, No. _ Ship Arrive Depart | Arrive Depart | Arrive— Depart Entirely different from ie you have 
a" 1 VouxeaR Bev. 12 ov: 38 Stow. 17 Nev. 19 | Nov. 21 Nov. 23 ever seen. It saves Time and Money. 
1 ov. 27 Nov. c. 3 c. 4|Dec. 6 Dec. 8 
t bi- 1 OAKMAR | Dec. 13 Dec. 16] Dec. 19 Dec. 20| Dec. 22 Dec. 24 pata penny ee 
Le i COMMERCIAL - a i eo © The Guide is entirely revised and reprinted each year. 
a TRAVELER | Jan.12 Jan.15/Jan.16 Jan. 19| Jan.21 Jan. 23 
EEE 
, VS, Los Angeles, Berth 230-B Four years ago used in only 25 cities. 
inte- San Francisco, Pier 50 Today used in 700 cities! 
acks Calmar Line Steamers dock at a Terminal 1 Why? 
nce, Soktoni, Homusd Pounch Because we save our subscribers money 
~ For information regarding rates apply to 
| CALMAR STEAMSHIP CORPORATION, Send for sample sheets showing how we give 
th M ‘ Pp § 
we i entices, Seo Mane . an parcel post and express rates from your city to 
ge Cres Nett Bek Han, Galtmere, Ma. every point in the United States and Canada. 
Habe Rookery Building, Chicese, I” 
. ookery ° '» 
ork CALMAR STEAMSHIP CORPORATION G. R. LEONARD & CO., Inc. 
syl- "Ho Front Street, San Francisca, Cait. 155 North Clark St. 15 East 26th Street 
ugh 408 Board ef Trade Bldg., Portland, Ore. CHICAGO NEW YORK 
and Lobby 4—Central Bldg., Seattle, Wash. 
nta 
éc., 
%y a 
. What Some of Our Clients Have to Say MUN SON 
sks @ 
7 About Our Service LINES 
tal EASTERN AGENTS 
in. 
a “LEGISLATION” MUNSON-McCORMICK LINE 
T = 
rd | Every live Traffic Manager must be informed as to INTERCOAS AL ERVICE 
certain phases of law and its administration. “Watch- ee 
“ ing” Service enlightens him as to this. From Baltimore, Philadelphia and 
w 
‘os Mr. B. J. Hamm, Manager, Service Dept., New York 
y. The Traffic Service Corporation, ° > 
n Washington, D. C. Bi-Weekly or Fortnightly 
¢-] ———— 
Dear Mr. Hamm: 
t DIRECT TO 
It affords me great pleasure to state that we highly 
“ —— by — service you page rendered us in LOS ANGELES HARBOR—SAN 
e past and which you continue to do. 
& In view of the many items of legislation now FRANCISCO, OAKLAND, PORTLAND, 


SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


pending, the constant changes taking place in the 
matter of freight rates, etc., I firmly believe your 
service should prove very valuable to both railroads 
and shippers. Your service insures for interested 
parties, information in advance of any other availa- 
ble means, and this is so very essential to the suc- 
cessful determination of many every day problems. 


Yours very truly, 


THE GULF COMPANIES 
(Signed) C. B. ELLIS. 



































MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
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The Traffic Service Corporation 
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No. 5 oy a Crude Oil Purchasing Co., Tulsa, Okla., vs. C. R. I. 
& P. et al. 

Unreasonable rates on iron and steel crude oil storage tanks 
from Washington Heights, Ill., to Hominy, Okla. Asks rates for 
future and reparation. 

No. 20298. Interstate Fruit Co., Sioux Falls, S. D., vs. Great North- 


ern. 

Illegal charges on car of bananas from New Orleans, La., to 

Yankton, S. D., reconsigned to Sioux Falls, S. D. Asks reparation. 
No. ne’ -— Taylor-Lockwood Co., Cleveland, O., vs. C. C. C. & St. 

. et al. * 

Unreasonable rates and charges on wool shoddy from Cleveland, 
O., to Athens and Sweetwater, Tenn. Asks rates not to exceed 
those speconie to Chattanooga, Tenn., and reparation. 

No. 20300. alifornia Fruit & Produce Co. et al., San Diego, Calif., 
vs. Santa Fe et al. 

Rates and charges in violation of sections 1, 2 and 3 of the 
act, on apples, peaches and pears from points in Oregon and 
Washington to San Diego, Calif., Los Angeles alleged to be pre- 
ferred. Asks rates for future and reparation. 

No. 20301. Thomason-Reiber Implement Co. Ltd., Crowley, La., vs. 
Cc. M. & St. P. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on traction engines and parts from Milwaukee, Wis., and Chicago, 
Ill., to Crowley, La. Asks reparation. 


OPERATING STATISTICS 


Operating statistics compiled by the Commission’s bureau 
of statistics from reports of Class I roads, exclusive of switch- 
ing and terminal companies, for September and the nine months 
ended with September, show the following: 

Loaded car-miles—1,581,592,000 for September and 1,626,303,000 for 
September, 1926; 13,096,490,000 for nine months ended with September 
and 13,151,039,000 for same period of 1926. 

Empty car-miles—882,432,000 for September and 860,566,000 for 
September, 1926; 7,653,054,000 for nine months ended with September 
and 7,416,752,000 for same period of 1926. 

Net ton-miles—42,954,000,000 for September and 44,346,000,000 for 
September, 1926; 357,295,000,000 for nine months ended with Septem- 
ber and 356,930,000,000 for same period of 1926. 

Average number -of locomotives on line—30,881 for September and 
31,609 for September, 1926; 31,076 for nine months ended with Sep- 
tember and 31,715 for same period of 1926. 

Average number of freight cars on line—2,518,421 for September 
and 2,532,976 for September, 1926; 2,513,281 for nine months ended 
with September and 2,518,015 for same period of 1926. 

Per cent unserviceable total locomotives—14.9 for September and 
15.4 for September, 1926; 16.3 for nine months ended with September 
and 16.6 for same period of 1926. 

Per cent unserviceable total cars on line—6 for September and 6.6 
for September, 1926; 5.9 for nine months ended with September and 
6.8 for same period of 1926. 

Car-miles per car-day—32.6 for September and 32.7 for September, 
1926; 30.2 for nine months ended with September and 29.9 for same 
period of 1926. 

Net tons per loaded car—27.2 for September and 27.3 for Sep- 
tember, 1926; 27.3 for nine months ended with September and 27.1 
for same period of 1926. 


ROLLING STOCK ADDITIONS 


Freight cars placed in service the first ten months this year 
by the class 1 railroads totaled 66,364, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 27,515 compared 
with the number placed in service in the corresponding period 
last year. Of the total number placed in service in the first ten 
months this year, the railroads installed 7,659 freight cars in 
the month of October, which included 3,133 box cars, 3,564 .coal 
cars and 222 refrigerator cars. The railroads on November 1 
this year had 11,136 freight cars on order compared with 14,646 
on the same date in 1926. 

Locomotives placed in service in the first ten months of 
1927 totaled 1,671, of which 195 were installed in October. In 
the first ten months last year the railroads placed in service 
1,839 locomotives. Locomotives on order on Novebmer 1 this 
year numbered 80 compared with 334 on November 1 last year. 

These figures as to freight cars and locomotives include new 
and leased equipment. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on November 1 totaled 139,- 
441 or 6.1 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Ameri- 
can Railway Association. This was an increase of 3,796 cars 
over the number reported on October 15, at which time there 
were 135,645 or 6 per cent. It was, however, a decrease of 43 
cars compared with the same date last year. Freight cars in 
need of heavy repair on November 1 totaled 100,736 or 4.4 per 
cent, an increase of 954 compared with October 15, while 
freight cars in need of light repair totaled 38,705 or 1.7 per cent, 
an increase of 2,842 compared with October 15. 

Locomotives in need of repair on the Class I railroads of 
this country on November 1 totaled 8,778 or 14.4 per cent of 
the number on the line. This was an increase of 19 locomotives 
compared with the number in need of such repair on October 
15, at which time there were 8,759 or 14.4 per cent. Locomotives 
in need of classified repairs on November 1 amounted to 4,644 
or 7.6 per cent, a decrease of 96 compared with October 15, while 
4,134 or 6.8 per cent were in need of running repairs, an increase 
of 115 compared with the number in need of such repairs on 
October 15. Class I railroads on November 1 had 5,520 service- 
able locomotives in storage compared with 5,401 on October 15. 
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MEN IN TRANSPORTATION 





When President Coolidge nominated Samuel E. Winslow to 
be a member of the Board of Mediation created by the railway 
labor act, some of the spokesmen for organized railroad labor 
threw up their hands and asserted, in effect, that that was a 
poor beginning for establishment of harmonious relations be. 
tween the railroads and their employes under the new law. There 
was talk about the nominee being “hard-boiled” and about the 
nomination being blocked in thé Senate. Opposition to confir. 
mation of the nomination, however, did not develop to bring 
about adverse action, even in the Senate interstate commerce 
committee. It was understood that other railroad labor leaders 
took the position that, while Mr. Winslow had opposed organized 
railroad labor in its efforts to get action on the Howell-Barkley 





SAMUEL E. WINSLOW 


railway labor bill through taking the bill away from the House 
committee on interstate and foreign commerce, of which he was 
chairman at the time, they were not in doubt as to where he 
stood and that it might not be undesirable to have such a man 
on the new Board of Mediation. Confirmation of the nomination 
was not “blocked.” 

Mr. Winslow indulged in plain talk when organized rail- 
road labor made its fight in the House, in 1924, for passage of 
the Howell-Barkley bill without recommendation thereon from 
the House committee on interstate and foreign commerce. 

“Have we come to the point in the life of the Congress of 
the United States when any organized body or bodies outside 
can come to us and by force of its might, whatever it is, say: 
‘We do not care about your rules; we do not care about your 
precedents; we do not care about the history of orderly pro- 
cedure; we can get bills out of your committee any old time; 
we do not like the members on committee so-and-so; we can 
bring our bills up directly on the floor of the House because we 
can run the Congress and we can make the members vote our 
way?’” asked Mr. Winslow in debate in the House. 

The bill was taken from the committee and then followed 
resort to parliamentary tactics by its opponents to prevent it 
from getting through the House, with the result that advocates 
of the bill finally gave up the fight for that session. In the 
months that followed the majority of the railroad managements 
and the railroad labor organizations effected compromises that 
resulted in enactment of the railway labor act that became 
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Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 
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From Veracruz to: 















anized Mexico City - - 23 hours 
—— Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 
From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 
The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 
Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 
American Line.) 
tees =— Bee 
Prinses 7 = of ~~ issued by New York City §. Louis, Mo. 
steamship lines to all destinations F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. H. E. Chenoweth, Com. Agt. 
on the National Railways of Mexico clo |06 “Eee ——. 
American Chain of Wareh I 
merican Ulan Of Warenouses, inc. 
ESTABLISHED 1911 
A Group of Warehouses in the Principal Distributing Centers 
Financially Responsible Ideally Located to Serve All Territories 
Thoroughly Experienced in All Details of Merchandise Distribution 
use We will be pleased to furnish shippers with rates and all other information 
was 
he of interest in connection with the handling of 
- their accounts in any city 
rail- 
ime A directory showing in detail facilities of all warehouses available upon request 
Po For further information write our nearest representative 
ay: 
rr: O. V. HUKILL, Eastern Representative G22.  W. H. EDDY, Western Representative 
me; SP , 
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effective May 20, 1926. By that time Mr. Winslow was out of 
Congress, having decided not to stand for re-election, and Presi- 
dent Coolidge named him for the five-year term on the Board 
of Mediation which was ofganized early in July, 1926. The board 
elected Mr. Winslow chairman and re-elected him after the ex- 
piration of his first year of office. 

Members of the Board of Mediation, to be effective in their 
work, must obtain and hold the confidence of the representatives 
of the employes and of the railroad managements. The chairman 
and the other members of the board apparently have won the 
confidence of both sides. 

The underlying aim of the Board of Mediation, according to 
Mr. Winslow, is, through co-operation, to extend to the railroads 
and their employes, wherever differences fail of normal adjust- 
ment between them, the facilities of a governmental agency to 
effect a respectful, sympathetic mental attitude, one toward the 
other. He emphasizes the point that the board has no power to 
adjust any disputes or any details thereof and that its duty in 
cases of discussion is to be helpful and, at the request of one or 
both of those interested, to make suggestions with a view to 
bringing about a voluntary agreement between the parties in- 
volved. 

The Board of Mediation is one governmental agency that 
shuns publicity. It says nothing about what is going on when a 
case is being mediated. The nature of its work compels it to 
keep quiet and let the results speak for themselves. The board 
has settled more than seventy-five cases by mediation. 

Mr. Winslow was born in Worcester, Mass., April 11, 1862. 
He shares his birthday anniversary with Charles Evans Hughes, 
formerly Secretary of State, who was born on the same day and 
in the same year, and with General Enoch H. Crowder, and the 
late John W. Weeks, who served as Secretary of War, the two 
latter having been born on April 11 but not in 1862. In years gone 
by annual dinners have been participated in by Mr. Winslow 
and his friends in celebration of “their birthday.” 

At Harvard, from which he was graduated in 1885, Mr. Win- 
slow played for four years on the baseball team. In his senior 
year he was captain of a team that won every game. He has 
been a baseball fan ever since. As a boy he played ball with 
Connie Mack, one of his close friends. 

Mr. Winslow entered the skate manufacturing business in 
1886, his father, Samuel Winslow, having established it in 1856. 
He found time to participate in politics and served as chairman 
of the Republican city committee of Worcester. Later he was 
chairman of the Republican state committee. The Democrats 
had been winning the elections. Under the leadership of Mr. 
Winslow, the Republicans won the governorship and elected a 
Republican governor at the following election. He served in 
Congress from 1913 to 1925. As a member of the District of 
Columbia committee of the House, he drafted a committee re- 
port against a bill providing for government operation of the 
street railways of the district—a report that has been used 
frequently as a basis for opposition to municipal ownership of 
street railways. 

In recognition of his services on the district committee in 
connection with the street railway bill, Mr. Winslow, in his 
second term in Congress, was put on the House committee on 
interstate and foreign commerce, notwithstanding the fact that 
precedent barred the selection of a member for that committee 
unless he had served a number of terms in Congress. He was 
chairman of the House committee on interstate and foreign com- 
merce for the last four years of his service in the House, having 
succeeded John J. Esch, now chairman of the Interstate Com- 


merce Commission. His term as a member of the Board of. 


Mediation will expire in 1931.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago, at a luncheon meeting Novem- 
ber 22, listened to a debate on the subject of a waterway from 
the Great Lakes to the Atlantic Ocean, between W. L. Harding, 
president of the Great Lakes-St. Lawrence Tidewater Association, 
and Congressman Dempsey, of New York, chairman of the House 
committee on rivers and harbors. The discussion was not as 
to whether a seaway should be built, but as to the respective 
merits of the St. Lawrence route and the so-called All-American 
route, advocated by Mr. Dempsey, though the latter ridiculed 
the idea of either route being used by ocean vessels. He said 
no practical man of his acquaintance had ever considered such 
a thing possible. Mr. Harding drew a picture of another ocean 
to the north, on whihce Chicago and other lake cities would be 
ports. He said the great advantage of the seaway would be a 
saving to the western farmer of ten cents a bushel on his grain. 
Mr. Dempsey’s principal argument against the St. Lawrence 
route was that, in order to use it, traffic would have to be carried 
two thousand miles out of the way. Among those at the speak- 
ers’ table was Mayor Thompson, of Chicago, who said a few 
words in praise of Mr. Dempsey’s work for the Illinois deep 
waterway plan. 





The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club November 17, C. C. Claybourne, 
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sales manager of the Acme Fast Freight Service, Inc., spoke 
on “The Relation of Transportation to Merchandising.” 





The Traffic Club of New England will hold its annual meeting 
and election at the Copley-Plaza December 8. Neal R. O’Hara, 
humorist, will speak. There will be dinner and entertainment, 





The Milwaukee Traffic Club will hold its annual dinner at 
the Hotel Pfister January 25. 





The Traffic Club of Denver will hold its semi-annual “Ladies’ 
Night” and Christmas party at the Albany Hotel December 17. 
With the opening of the fall season, the club inaugurated the 
policy of holding a directors’ meeting each Monday previous to 
the regular meeting, which is the second Friday of each month. 
The object is the discussion of special items to be presented 
to the club at the regular meetings. 





There was an attendance of about 400 at the “Ladies’ Day” 
of the Traffic Club of St. Louis at the Chamber of Commerce 
November 21. A meeting will be held at the Chamber of Com- 
merce November 28. Entertainment will be furnished by W. T. 
Salisbury, of the American Arch Company, and Gus V. Johnson, 
of the National Refrigerating Company. 





The Traffic Club of Pittsburgh will hold its “Mid-Year Din- 
ner” at the William Penn Hotel December 15. Gordon Fisher, 
president of Spang, Chalfont & Co., Inc., will be the principal 
speaker. A double octet from the B. & O. will sing. There 
will be other music and vaudeville acts. W. J. Herman, presi- 
dent of the club, will preside. J. W. Mathews, traffic manager 
of the Central Tube Company, is chairman of the entertainment 
committee. Members of the Allegheny Regional Advisory Board, 
which will be in session at Pittsburgh that day, are invited. 





There was an attendance of 55 at the monthly meeting of 
the Oakalnd Traffic Club at the Leamington Hotel November 
15. Lieutenant Barber, of Crissy Field, San Francisco, spoke on 
“High Flying and Safe Landing.” M. G. Lickteig, general agent, 
American Railway Express, spoke on “Birth of Air Express.” 
A film, “London to Paris by Airplane,” was shown, through the 
courtesy of the secretary of the club. 





The Omaha Traffic Club will hold a dinner-meeting at the 
Live Stock Exchange Building November 29. G. B. Eastburn, 
manager of the industrial bureau of the Omaha Chamber of 
Commerce, will be the speaker. There will be music and other 
entertainment. 





The Akron Traffic Club will hold its eleventh annual dinner 
at the Portage Hotel December 7. 





At a meeting of the Traffic Club of Tulsa November 15, the 
following officers were elected: President, J. B. Blanton, gen- 
eral agent, Kansas City Southern; first vice-president, S. B. 
Myers, traffic manager, Independent Oil and Gas Company; 
second vice-president, A. H. Farrer, district freight agent, B. & 
O.; third vice-president, F. A. Mathews, district traffic manager, 
Pure Oil Company; secretary-treasurer, E. A. Compton, traffic 
manager, Noble Oil and Gas Company; directors, R. R. Trimble, 
H. W. Roe, O. H. Reid and W. W. Stumph. 





The Junior Traffic Club of St. Louis held a meeting at the 
Warwick Hotel November 23. A film, “The Sea-Going Senior,” 
was shown, through the courtesy of the Cunard Steamship Com- 
pany. The usual meeting night has been changed from Tuesday 
to Wednesday, because of the large number of members attend- 
ing the traffic classes being held at McKinley High School on 
Tuesday night. An “Autumn Frolic” will be held at the Roose- 
velt Hotel December 3. 





The Transportation Club of St. Paul held a luncheon meet- 
ingat the St. Paul Hotel November 22. S. M. Williams, new 
managing editor of the Pioneer Press and Dispatch, was the 
speaker. 





The Oklahoma City Traffic Club held a meeting at the El 
Patio Cafe November 21. Carl Hinton, of the Denver Tourist 
and Publicity Bureau, made a short talk and officers were to be 
elected. 





The Indianapolis Traffic Club will hold its twentieth annual 
banquet and past-presidents’ night at the Claypool Hotel De- 
cember 8. Paul V. McNutt, dean of the law school, Indiana 
University, and commander of the Indiana department of the 
American Legion, will be the principal speaker. 





The Traffic Club of Atlanta held a luncheon meeting at the 
Atlanta Athletic Club November 21. Harry O. Mitchell, district 
manager, U. S. Department of Commerce, spoke on “Business 
Assistance of the Bureau of Foreign and Domestic Commerce.” 
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The Traffic Study Club began its activities for the season with 
a meeting at the Chamber of Commerce Building November 25. 
I. G. Markey, manager, Southern Weighing and Inspection Bu- 
reau, led a discussion on weighing and inspection; and A. M. 
McCabe, traffic manager, J. Allen Smith Milling Company, Knox- 
ville, spoke on the human side of industrial traffic management. 





The Traffic Forum of New York held its monthly meeting 
at the Pennsylvania Hotel November 15. The nominating com- 
mittee presented the following nominations: President, William 
C. McKenna, commercial agent, New York and New Jersey 
Steamboat Company; vice-president, L. Wadsworth Barrett and 
Company; secretary, N. G. Hoyer, assistant traffic manager, 
Thomas J. Lipton, Inc.; treasurer, Paul Pandolfi, Crucible Steel 
Company; board of governors, Henry W. Schenkel, General 
Chemical Company; J. Timmer, Ward Line; H. E. Howell, traffic 
manager, Cohn-Hall-Marx Company; O. Olsen, Phillip Morris 
Company; Charles Pascorella, traffic manager, Francis A. Leg- 
gitt Company; and Samuel Moss, industrial traffic manager. 





The Motor City Traffic Club (Detroit) will hold its monthly 
dinner meeting at the Fort Shelby Hotel November 28. Charles 
C. Kellogg, postmaster of Detroit, will speak on “The Post Office 
and Its Relation to Traffic and Transportation.” 





The Co-Operative Traffic Association of New York will hold 
its next meeting in Company D room, 68 Lexington avenue, 
November 29. There will be an address and discussion of traffic 
problems and a motion picture will be shown. The second an- 
nual dance and entertainment will be held at the K. of C. Club 
Hotel, 51st street and 8th avenue, December 2. 





The Traffic Club of Memphis will hold a dinner and installa- 
tion of officers at the Hotel Gayoso December 13. The election 
was held November 19. 





The Traffic Club of New Orleans held a “Kansas City 
Southern Day,” in honor of J. F. Holden, and other officials and 
representatives of that road, at the Hotel Roosevelt November 
21. Mr. Holden spoke on “New Orleans; Its Commerce and Its 
Relations with Railroads.” A “stag” entertainment will be held 


at the Liberty Inn November 28. An old-fashioned chicken and’ 


spaghetti dinner will be served. 





The following officers were elected by the Traffic Club of 
New York November 22: President, Edward R. Bardgett; vice- 
presidents, Charles W. Braden and F. G. FitzPatrick; secretary, 
C. A. Swope; treasurer, F.. G. FitzGerald; board of governors, 
A. C. McIntyre, Allan Wallace and A. J. Whitman. The ticket 
presented by the nominating committee (Traffic World, Novem- 
ber 12, page 1124) was elected in its entirety. 


Personal Notes 





L. R. Conolly, formerly with the International Harvester 
Company and the Illinois Steel Company, of Chicago, has been 
appointed port, industrial, and transportation commissioner of 
the city of St. Petersburg, Fla. 

Charles E. Dempsey has been appointed assistant general 
traffic manager of the Pittsburgh & West Virginia and the West 
Side Belt Railroad, at Pittsburgh, succeeding Charles Yon, re- 
signed. 

The directors of the Seaboard Air Line have elected the 
following officers: T. W. Mathews, treasurer; R. P. Jones, 
comptroller; F. L. Nellis, secretary;.and W. F. Cummings, assist- 
ant secretary. 

The directors of the Pennsylvania have appointed George 
LeBoutillier, vice-president of the Long Island Railroad, to the 
newly created position of resident vice-president of the Penn- 
sylvania at New York. This step has been taken in order that 
the Pennsylvania may be more adequately represented in the 
largest city of the country by an officer of executive rank, it 
was said. Mr. LeBoutillier will also continue to serve as vice- 
president of the Long Island Railroad. He will, however, be 
largely relieved of operating details by reason of the recent 
appointment of R. K. Rochester to the position of general man- 
ager of the Long Island Railroad. Heretofore Mr. Rochester was 
assistant general manager of the Pennsylvania, stationed in New 
York. As general manager of the Long Island Railroad, he will 
personally direct its operation. William U. Moyer, assistant to 
the president and now stationed in Philadelphia, has been trans- 
ferred to New York. Colonel S. H. Church, assistant secretary 
of the Pennsylvania, with office at Pittsburgh, has been elected 
vice-president of the Pennsylvania and of the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis. He will continue to act as sec- 
retary of the two companies. 

Mark Ford has been appointed general traveling freight 
agent, Missouri-Kansas-Texas of Texas, at Dallas, succeeding 
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E. O. McCord, transferred. E. O. McCord has been appointed 
division freight agent at Austin, succeeding Mr. Ford. Both 
appointments are effective December 1. 


OHIO VALLEY ADVISORY BOARD 


The fourth annual and sixteenth regular meeting of .the 
Ohio Valley Shippers’ Advisory Board will be held at the Hote] 
Gibson, Cincinnati, December 13. The executive and contact 
committees will meet December 12. The local committee on 
arrangements. Theodore Davis, general chairman, and George 
Krause, Jr., chairman of the railroad committee, expect a large 
attendance of both shipper and railroad representatives. The 
Miami Valley and Cincinnati Traffic clubs will give a dinner at 
the _—— Gibson the evening of the thirteenth, in honor of the 
board. 


SOUTHWEST ADVISORY BOARD 


The next meeting of the Southwest Shippers’ Advisory Board 
will be held at Shreveport, La., February 9, instead of at New 
Orleans, as voted at the meeting held at Beaumont. The an- 
nouncement of the executive committee states that, at the time 
it was decided to hold the meeting at New Orleans, it was 
thought a joint meeting could be arranged with the southeast 
board, but that that will not be possible, as the southeast board 
has a meeting scheduled for December at New Orleans. It fur- 
ther calls attention to the fact that the Mardi Gras season at 
New Orleans will preclude the possibility of making convenient 
hotel arrangements there in February. 


NEW ENGLAND ADVISORY BOARD 


The New England Shippers’ Advisory Board will hold its 
next meetinng at Worcester, Mass., January 10 and 11. The 
commodity committees will estimate prospective activity in their 
various lines for the first quarter of the year and the railroads 
will make reports as to condition of equipment and related 
matters. The Worcester Traffic Association will give a dinner 
in honor of the board the evening of January 10. 


STUDENTS TO CONDUCT HEARING 


A demonstration of the effectiveness of scientific training 
in traffic matters will be given Saturday afternoon, December 3, 
at 2 p. m., by the graduating class of the College of Avdanced 
Traffic, Chicago. An interstate commerce hearing will 
be held in the classrooms of the college in the Transporta- 
tion Building, with members of the graduating class taking the 
various roles. The case assigned for hearing is Apex Packing 
and Provision Company vs. The Baltimore and Ohio Railroad 
Company, et al., docket No. 18700, involving the alleged un- 
reasonableness of the first class rate paid on 1. c. 1. shipments 
of beef hams, salted, from Chicago to Philadelphia. The hearing 
will be conducted in the same manner as an actual Commission 
proceeding. George A. Rautenberg, director of the college, will 
act as special examiner. The public is invited to attend. The 
College of Advanced Traffic specializes in one subject—trafiic— 
divided into courses in traffic specialization and traffic law and 
practice. The former is designed for the less experienced traffic 
man, while the latter deals with the more advanced features of 
traffic law and is restricted to men having from ten to fifteen 
years of actual traffic experience. The hearing will be an example 
of the practical methods employed in the course. Training is 
accomplished by progressive practical problems, based on actual 
traffic situations, involving the use of legally filed tariffs, classi- 
fication and exceptions thereto, Commission decisions, and au- 
thentic documents and publications of a similar nature. Both 
courses are available by mail as well as through resident classes. 





FREIGHT TRAFFIC RED BOOK 


The 1928 edition (eighth annual) of the Freight Traffic Red 
Book is published and ready for distribution. It contains 768 
pages as against the 688 of the 1927 edition. In essentials, its 
make-up is the same as the preceding edition, being bound in 
flexible fabrikoid, stamped in gold, and printed in easily read- 
able type on English-finish book paper, size 8x11 inches. The 
characterization of the book as the “encyclopedia of the traffic 
department,” is carried on the circular announcing the appear- 
ance. The volume brings together under one cover a great deal 
of information which the ordinary traffic man must have ref- 
erence to at frequent intervals. The new table of contents 
contains such additions as: Rate Structure Investigation No. 
17000; War Revenue Tax on Freight Charges; Inland Water- 
ways and Barge-Rail Rates; Air Transportation; and others. 
A service feature in connection with the book consists of sup- 
plying subscribers with supplements to take care of any changes 
affecting any section of the book up to October 1, 1928. In 
that connection, attention is called to the fact that the Commis- 
sion is now revising its Tariff Circular 18-A and that a repro- 
duction of that will be supplied subscribers when it is released. 
The book is published by The Traffic Publishing Company, of 
New York. 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. J. J. King, Pres.; 
D. R. Taylor, Secy. and Treas. 

Akron (O.) Traffic Club. F. T. Sturtevant, pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. G. T. 
Russell, Pres.; G. W. Campbell, Secy.-Treas. 

Atlanta—Traffic Club of Atlanta. T. B. Curtis, Pres.; F. B. 
Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. A. J. Brgnnen, Pres.; 
C. E. France, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club. G. A. 
Scully, Pres.; J. A. Simmons, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. EB. M. 
Cole, Pres.; R. A. McCaffrey, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
Treas. 

Bridgeport (Conn.) Traffic Association. H. J. Benzie, Pres.; 
A. Winter, Secy. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
Frank Bilek, Pres.; W. A. Becker, Secy.-Treas. 

Buffalo Transportation Club. J. F. Dowling, Pres.; Fred 
Norcliffe, Secy.-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
H. P. Ross, Secy. 

- Canton (O.) Traffic Club. F. A. Smith, Pres.; L. D. Ellis, 
ecy. 

Chattanooga Traffic and Transportation Club. G. W. Frank, 
Pres.; E. R. White, Secy.-Treas. 

m Chicago Traffic Club. A. E. Clift, Pres.; H. E. MacNiven, 
ecy. 

Chicago, Junior Traffic Club of. H. W. aerate: Pres.; 
J. E. Paulen, Secy. 

P Cincinnati Traffic Club. J. W. Flannery, — G. W. Doll, 
ecy. 

Cincinnati—The Association of Traffic Students. C. H. Huf- 
nagel, Pres.; T. W. McCaffery, Secy. 

Clarksburg (W. Va.) Traffic Club. O. W. Robinson, Pres.; 
F. G. Kinney, Secy.-Treas. 

Cleveland Traffic Club. J. E. Anderson, Pres.; W. A. Ray, 
ecy. 

Columbus, O., Transportation Club. F. C. Hodges, Pres.; 
C. H, Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, eer P. F. McManus, Secy. 

Dayton, O —Miami Valley Traffic Club. G. W. Wood, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. B. W. Thomas, Pres.; C. V. Ruden, 
Secy.-Treas. 

Davenport, Ia.—Tri-City Traffic Club. G. A. Shields, Pres.; 
A. J. Christiansen, Secy.-Treas. 

Decatur (Ill.) Transportation Club.  D. C. Odell, Pres.; 
J. W. Beckum, Secy. 

Des Moines Transportation Club. J. B. Rayn, Pres.; A. L. 
Johnson, Secy.-Treas. 

Denver Traffic Club. R. W. Lentz, Pres.; T. V. Kirk, Secy. 
and Treas. 

Denver Commercial Traffic Club. E. L. Adams, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

P Detroit Traffic Club. J. H. Myler, Pres.; T. R. Cochrane, 
ecy. 

Detroit, Mich. Motor-City Traffic Club. E. F. Stewart, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. C. F. Bagley, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. L. V. Gardiner, Pres.; F. C. Tockle, 
Secy.-Treas. 

i Erie Traffic Club. P. W. Herrick, Pres.; W. M. Eismann, 
ecy. 

Evansville (Ind.) Transportation Club. O. T. Myerhoff, Pres.; 
R. E .Ferguson, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. J. A. Greenland, 
Pres.; C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. B. E. Wyatt, Pres.; I. 8. McCon- 
nell, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Greater Binghamton (N. Y.) Traffic Club. A. A. Gerlitz, 
Pres.; J. A. Simmons, Secy. 

Grand Rapids Transportation Club. L. M. MacPherson, 
Pres.; P. F. Burns, Secy. 
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Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. L. N. Helm, 
Pres.; W. D. Collins, Secy. 

Jackson (Mich.) Transportation Club. C. H. Berry, Pres.; 
G. L. Baldwin, Secy. 

Jacksonville (Fla.) Traffic Club. F. C. Hillyer, Pres.; B. L, 
Smith, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. R. C. Kohn, Pres.; O. M. 
Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul- 
lington, Secy. 

Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; W. B. 
Schreirer, Secy.-Treas. 

Kalamazoo Traffic Club. H. W. Moore, Pres.; A. J. Dun- 
ning, Secy. 

Kansas City Traffic Club. A. W. Mackie, Pres.; A. A. Lut- 
trell, Secy.-Treas. 

Knoxville (Tenn.) Traffic Club. A. M. McCabe, Pres.; S. L. 
Carson, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. D. C. Whitmore, Pres.; C. B. 
Tefft, Secy. 

Little Rock (Ark.) Traffic Club. G. A. Weldon, Pres.; J. 
Meaders, Secy.-Treas. 

Los Angeles Transportation Club. H. Dorr, Pres.; L. G. 
Wilson, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Gertrude B. Sears, 
Pres.; Dessie M. Phipps, Treasurer. 

Louisville Transportation Club. H. T. Lively, Pres.; C. A. 
Pennington, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. W. B. Lindsay, Pres.; L. R. Camp- 
bell, Secy. and Treas. 

Memphis Traffic Club. W. D. May, Pres.; H. H. Schutt, 
Secy. 

Milwaukee Traffic Club. J. E. Kraseman, Pres.; Ervin 
Manske, Secy. and Treas. 

Minneapolis Traffic Club. G. R. Martin, Pres.; L. L. San- 
ford, Secy. 

‘Minneapolis Junior Traffic Club. A. F. Noot, Pres.; J. T. 
Keniut, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic Club. J. E. Paterson, Pres.; BE. E. Quincy, 
Secy. and Treas. 

Montreal, Can., Traffic Club of; James Fitzsimons, Pres.; 
F. T. Parker, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 
- Newark Traffic Club. W. A. Ruehl, Pres.; R. W. Tims, 

cy. 

Newark, N. J. New Jersey Industrial Traffic Club. E. B. 
Johnson, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. G. L. Graham, Pres.; 
©. 2 Stuart, Secy. 

New Orleans, Traffic Club of. S. R. Barnett, Pres.; W. G. 
Yung, Secy. 

New York Traffic Club. E. R. Bardgett, Pres.; C. A. Swope, 
Secy. 

New York Traffic Forum. W. C. McKenna, Pres.; N. G. 
Hoyer, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. J. E. McDonald, Pres. 
V. Wanamaker, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. 8. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. "Allen, Pres.; H. V. Ferrer, Secy. 

New York, N. Y¥.—Cooperative Traffic Association of New 
York. P. J. Winters, Pres.; C. J. Baker, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. G. F. Palmer, Pres.; 
R. T. Ethredge, Secy. 

Oakland (Calif.) Traffic Club. J. D. Yates, Pres.; T. T. Har- 
rington, Secy.-Treas. 

Oil City-Franklin (Pa.) Traffic Club. L. A. Martin, Pres.; 
J. V. Lukehart, Secy. 

Oklahoma City Traffic Club. C. B. Robertson, Pres.; H. B. 
Krarup, Secy.-Treas. 

Omaha Traffic Club. M.S. Hartman, Pres.; W. V. C. McCor- 
mack, Secy. and Treas. 

Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


8. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


5. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


AFFIC WORL 


=-—— TRAFFIC BULLETIN =" 





which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


- The Traffic Service Corporatio 
418 So. Market St., Chicago, Il. 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 


Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois — 
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Philadelphia Traffic Club. J. P. Brown, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. W. J. Herman, Pres.; A. H. Orr, 
Secy. rs 

pittsburgh, The Traffic and Transportation Association of. 
E. J. Siemon, Pres.; F. J. Ryan, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. P. N. Moore, Pres.; E. G. Chadwick, Secy. 

Portland (Maine) Traffic Association. J. A. De Gagne, Pres.; 
G. H. Thompson, Secy. and Treas. 

Portland (Ore.) Industrial Traffic Club. F. P. Kensinger, 
Pres.; L. L. Brosy, Secy. 

Portland, Ore. Rose City Traffic Club. H. L. Hudson, Pres.; 
W. O. Roberts, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, Secy. 


Richmond (Va.) Traffic Club. D. W. Champlin, Pres.; W. B. 


Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. I. G. Zoerner, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres.; D. 
MacDonald, Secy.-Treas. 

St. Louis Traffic Club. W. R. Huey, Pres.; S. B. Wilson, 
Secy. 

St. Louis, Junior Traffic Club of. R. L. Duggan, Pres.; 
E. L. Neuhaus, Secy. 

St. Paul Transportation Club. A. J. Dickinson, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. L. Gohmert, Pres.; 
Chas. Wynne, Secy.-Treas. 

San Diego (Calif.) Traffic Club. J. B. A. Brennan, Pres.; 
G. F. Reil, Secy. 

San Francisco Transportation Club. N. K. Lockwood, Pres.; 
W. J. Martindale, Secy. 

San Francisco-Pacific Traffic Association. S. K. Burke, 
Pres.; E. S. Clark, Secy. 

San Francisco Women’s Traffic Club. Winifred Bauer, Pres.; 
Lee Wegner, Secy. 

Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Me- 
Donald, Secy.-Treas. 

Seattle Transportation Club. A. F. Haines, Pres.; E. W. 
Mosher, Secy.-Treas. 


Lee, 


NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


November 28—New York, N. Y.—Examiner Money: 

* 18112—The Atlas Portland Cement Co. vs. C. R. R. of N. J. et al. 
* 18744—The Glens Falls Portland Cement Co. vs. B. & A. R. R. et al. 
* 19986—North American Cement Corp. vs. Aroostook Valley R. R. 


et al. 
* 20279—Hercules Cement Corp. et al. vs. L. V. R. R. et al. 


November 28—Meridian, Miss.—Mississippi Railroad Commission: 
* Finance No. 6510—Application Mississippi Eastern Ry. for authority 
4 operate a line of railroad between Crandall and Cliff Williams, 
ss. 


November 28—Cedarvale, N. M.—New Mexico State Corp. Commission: 

* Finance No. 6475—Joint Application of A. T. & S. F. Ry. and New 
Mexico Central Ry. for authority to a lines of railroad in 
Torrance and Santa Fe counties, N. 

November 28—Washington, D. ~r cationall Sullivan: 

Finance No. 6358—Application of Southern Ry. for a certificate of 
public convenience and necessity authorizing the construction 
and operation of a line of railroad in Jefferson county, Ala. 

November 28—Terre Haute, Ind.—Examiner Carney 

1. & S. Routing wood pulp board from a Falls, 

Minn., to Decatur, Ill., East. St. Louis, Ill., and St. Louis, Mo. 
November 28—Albany, N. Y¥.—Examiner Smith: 

19414 (and Sub. Nos. 1 to 7, incl.)—Caruso Rinella Battaglia Co., 
Inc., vs. Nfk. Sou. R. R. et al. 

19565 ‘(and Sub. Nos. 1 fo 6, incl.)—Caruso, Rinella, Battaglia Co., 
Inc., vs. Sou. Ry. sy al. 

= (and Sub. No. 1 to 3, incl.)—Caruso, Rinella, Battaglia Co., Inc., 

. 8S. A. L. Ry. et al. 
sbiiniaine 28—Tampa, Fla.—Examiner Disque: 
19707—Dann-Gerow ‘Co., Inc., vs. A. C. L. R. R. et al. 
November 28—Fresno, Calif. —Examiner se: 
19905—Valley Electrical Supply Co. vs. A. T. & 8. F. Ry. et al. 
November 28-29—Argument at Washington, D. C.: 

Valuation No. 386—In re tentative valuation of the property of the 
Pennsylvania Co.-et al. 

Valuation No. 4837—Dayton Union Ry. 


Valuation No. 429—Manufacturers Ry. (Toledo, O.) 
Valuation No. 435—Louisville Bridge & Term. Ry. 


Docket of the Commission 
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Shreveport (La.) Traffic Club. C. C. Phillips, Pres.; John 
Rieves, Secy. 
Sioux City Traffic Club. R. G. Larson, Pres.; J. B. Williams, 
Secy.-Treas. 
South Bend (Ind.) Traffic Club. G. S. Hess, Pres.; G. W. 
Orewiler, Secy.-Treas. 
Springfleld (Mass.) Traffic Club. D. L. Topham, Prez.; 
B, A. Hapgood, Secy.-Treas. 
Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 
. Syracuse Traffic Club. J. J. Jacobs, Pres.; F. M. Varah, 
ecy. 
‘ Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
ecy. 
Toledo Transportation Club. W. I. Nokely, Pres.; W. J. 
Chisholm, Secy. 
Toronto, Can.—The Transportation Club of Toronto. W. R. 
Ingram, Pres.; H. F. Walker, Secy. 
Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. E. 
Mace, Secy. 
Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 
Tulsa, Okla.—Traffic Club of Tulsa. J. B. Blanton, Pres.; 
E. A. Compton, Secy. 
Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 
Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 
Twin City Women’s Traffic Club (Minneapolis and St. Paul). 
rs. Mynoma De Groff, Pres.; Miss Emily Knutson, Secy. 
Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres.; C. E. 
Darrigrand, Secy. and Treas. 
Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
Treas. 
Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich. 
ardson. Secy. 
Wheeling (W. Va.) Traffic Club. J. A. Sonnhalter, Pres.; 
P. H. Michel, Secy. 
Wichita Traffic Club. H. G. Watts, Pres.; W. C. More- 
house, Secy.-Treas. 
Windsor. Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; A. A. Shafer, Secy.-Treas. 
Worcester (Mass.) Traffic Association. J. F. Ward, Pres.; 
Ernest Opitz, Secy. 
York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N. 
Gingerich, Secy. 
Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.i 
P. B. Wait, Secy.-Treas. 








Valuation No. 436—Wheeling Terminal Ry. 

Valuation No. 431—Lorain, Ashland & Southern R. R. 
Valuation No. 434—Akron & Barberton Belt R. R. 

Valuation No. 432—Calumet Western Ry. 

Valuation No. 425—Cincinnati, Lebanon & Northern’ Ry. 
Valuation No. 351—Grand Rap ids & Indiana Ry. et al. 
Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. Co. 
Valuation No. 462—Toledo, Peoria, & oe Ry. 

Valuation _ 928—Pennsylvania R. R. et al. 

Valuation No. 382—West Jersey = Seashore R. R. 

Valuation No. 841— Winfield R. R 

Valuation No. 837—Perth Amboy & Woodbridge R. R. 
Valuation No. 840—Elmira & Lake Ontario R. R. 

Valuation No. 839—Delaware, Maryland & Virginia R. 
Valuation No. 878—Freehold & Jamesburg fra Bak ’R. R. 
Valuation No. 877—Cherry Tree & Dixonville R. R. 

Valuation No. 880—Monongahela Ry. et al. 

Valuation No. 879—Johnsonburg R. R. 

Valuation No. 881—Pennsylvania & Atlantic R. R. 

Valuation No. 887—York, Hanover & 77 eee Ry. 
Vaiuation No. 886—Western N. Y. & Pa. Ry. 

Valuation No. 885—Pennsylvania Tunnel & Terminal R. 
Valuation No. 903—Philadelphia, Baltimore & Washington R. R. 


November 29—Chicago, Ill—Examiner Hagerty: 
ler ys “eeeed Bedding Alliance of America vs. A. T. & S. F. Ry. 
et a 


November 28—Union, Ore.—Public Service Commission of Oregon: 
Finance No. 6466— Application Union R. R. of Oregon for authority 
to acquire and operate a line of railroad in Union county, Ore. 


November 29—Albany, N. Las ae Smith: 
19811—B. T. Babbitt, Inc., vs. vs. N. Y. C. R. R. 
November 29—Washington, D. C.—Eaemines Macomber: 
Valuation No. 1076—In re tentative valuation of the property of the 
Cisco & Northeastern Ry. Co. 
November 29—Minneapolis, Minn.—Commissioners Campbell and Mc- 
Manamy and Examiners Koch and McGrath: 
1. & S. 2967—Lake cargo coal from Ky., Tenn., Va. and W. Va. to 
Lake Erie Ports. 
1. & S. 2975—Coal from Pennsylvania Mines to Cleveland, O., for 
trans-shipment beyond. 
November 29—Washington, D. C.—Examiner Hendon: 


Valuation No. 1058—In re tentative valuation of the property of the 
Sioux City Terminal Ry. 
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Northeastern Kentucky 


Where Nature Complements Industry 


Situated in the angle formed by the Ohio River and the Cumberland Moun- 
tains the northeastern portion of Kentucky possesses those natural resources that 
are so vitally necessary to the successful operation of industry. 


NATURAL RESOURCES 


Coal is the dominant resource—over 12,000,000 tons annu- 
ally are shipped over the CHESAPEAKE AND OHIO RAIL- 
WAY, which serves the Big Sandy-Elkhorn District, estimated 
to contain twelve billion tons. Next in importance are the 
refractory clays of the famous Olive Hill section of several 
hundred square miles. The natural gas and petroleum wells 
are disclosing resources of enormous value. Items of actual 
production include coal, oil, gas, clay—for fire brick, building 
brick, sewer pipe, and tile—building stones, limestones, glass 
sand, etc. 


TRANSPORTATION AND INDUSTRY 


The CHESAPEAKE AND OHIO RAILWAY serves this 
territory with four main lines diverging at Ashland: One down 
the Ohio River to Cincinnati, another through the Scioto Valley 
to Columbus, a third through the Olive Hill clay section to Lex- 
ington and Louisville, and a fourth through the Big Sandy- 
Elkhorn coal fields to the Carolinas and Southeast. At Ashland 
and other points there are extensive manufactories of coke, 
iron and steel products, pig iron, chemicals, fire brick, sewer 
pipe and building tile, leather and lumber. 


OPPORTUNITIES 


A supply of inexhaustible interior resources, splendid 
transportation facilities, ready access to raw materials, favor- 
able location with regard to markets, together with low fuel 
costs, cheap power and abundant labor, constitute the chief 
factors in the opportunities offered the manufacturing industry 
in northeastern Kentucky. 


Your Industry Will Be Successful in This Section 
Ask Oar I[ndastrial Department for Data 


INDUSTRIAL DEPARTMENT 
THE CHESAPEAKE AND OHIO RAILWAY 
RICHMOND, VIRGINIA 
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November 30—Washington, D. C.—Examiner Way: 
Valuation No. _ re Tentative Valuation of the property of 
Erie R. R. et al, 

Valuation No. 831—Wilkes-Barre & Eastern R. R. et al. 

Valuation No. 832—New York, Susquehanna & Western R. R. et al. 

Valuation a 845—Avon, Geneseo & Mt. Morris R. R. 

Valuation No. 83—New Jersey and New York, N. Y., et al. 

Valuation No. 876—Chicago and Erie R. R. 

Valuation No. 1073—Erie Terminal R. R. 
November 30—Chicago, Ill._—Examiner Hagerty: 

19645—A. T. & S. F. Ry. et al. vs. B. & O. R. R. et al. 


November 30—Detroit, Mich.—Examiner Carney: 
19444—Detroit Chemical Works vs. B. & O. R. R. et al. 


November 30—Boston, Mass.—Examiner Smith: 
19605—Ashland Leather Co. vs. C. & O. Ry. et al. 
19933—Gurney Heater Manufacturing Co. vs. B. & A. R. R. 


November 30—Auburn, Ind.—Examiner 1 1 
19984—Auburn Automobile Co. vs. Penna. R. R. et al. 


November 30—Los Angeles, Calif.—Examiner igerwin 
19727—The Rio Grande Oil Co. et al. vs. a . & 8. F, Ry. et al. 


November 30—Argument at Washington, D. Ay 

Valuation No. 1022—In re . ere valuation of the properties of 
the New York Central R. R. et * 

Valuation No. 264—C. C. C. & St. L. Ry. et al. 
Valuation No. 547—C. K. & S. Ry. 
Valuation No. 564—Michigan Central > y et al. 
Valuation No. 573—Detroit Terminal R. 
Valuation No. 600—Kanawha & West Virginia = RR. 
Valuation No. 909—Toledo & Ohio Central Ry. 
Valuation No. 620—Kanawha & Michigan Ry. et al. 
Valuation No, 910—Zanesville Terminal R. R. 
Valuation No. 919—Cincinnati Northern R. R, 
Valuation No, 922—Zanesville & Western Ry. 
Valuation No. 945—Lansing Manufacturers R. R. 
Valuation No. 951—Detroit, Toledo & Milwaukee ’R. R. 
Valuation No, 965—Battle Creek & Sturgis Ry. 
Valuation No. 978—Lake Erie & Eastern Ry. 
Valuation No. 983—Chicago Jct. Ry. 
Valuation No. 988—New Jersey Seustion R. R 
Valuation No. 990—Pittsburgh & Lake Erie R. “R. et al. 
Valuation No. 1012—Gary & Western Ry. et al. 
Valuation No. 1047—Chicago River & — R. ¥. P al, 
Valuation No. 1049—Indiana Harbor Belt R. R. e 


December 1—Detroit, Mich—Examiner Davis: 

Finance No. 6545—Application of Pere Marquette Ry. for authority 
to construct a line of railroad from Wixon to Pontiac and to con- 
struct a Belt line around the northerly and easterly sides of the 
city of Pontiac, Mich. 

Finance No. 6547—Joint Application of the Detroit, rene Haven & 
Milwaukee R. R., Pontiac, Oxford & Northern R.R . and Michigan 
Air Line Ry. for author ty to construct a terminal transfer or 
belt line at Pontiac, Mich. 


December 1—Argument at Washington, D. C.: 
i. & S. 2905—Sawmill logs from N. C. to Va. pts. 
1e2i1—C ey > New Mexico Coal Opesatore’ Assn. vs. A. T. & 
y. et a 


December 1—Washington, D. C.—Examiner Brinkley 

Valuation No. 1008—In re tentative valuation of the property of the 
Southern Pacific Co. et al. 

Valuation No. 209—Arizona Eastern Ry. 
Valuation No. 300—Arizona & New Mexico Ry. 
Valuation No. 848—El Paso & Southwestern R. R. Sys. 
Valuation No. 850—El Paso & Southwestern R. R. of Tex. 
Valuation No. 852—El] Paso and Northeastern R. R. 
Valuation No. 865—El Paso and Southwestern Co. Sys. 
Valuation No. 906—Nevada-California-Oregon R. R. 
Valuation No. 931—Northwestern Pacific R. R. 
Valuation No. 205—Holton Interurban Ry. 

December 1—Boston, Mass.—Examiner Smith: 
19921—Hey wood- Wakefield Co. vs. A. A. - Fg et al. 
19931—Heywood- Wakefield Co. vs. my > R. et al. 
20101—Hey wood- Wakefield Co. vs. ‘: R. et al. 


December 1—Dallas, Ore.—Public shana Commission of Oregon: 
Finance No. 98—Application Southern Pacific Co. for authority 
to abandon portions of its Airline Branch in Polk County, Ore. 


December 1—Chicago, Ill—Examiner Hagerty: 

1.4 $8. 2994—-Canceilation Class Rates from points on Illinois Term- 
inal Co. to Central Freight Association territory when in connec- 
tion with Chicago, Springfield & St. Louis Ry. 

December 2—Columbus, O.—Examiner Smith: 
20015—The Furnas Ice Cream Co. vs. N. & W. Ry. 
December 2—Haines City, hs agg gga ptewte: 

19865—Turner Marble & Granite Co. &. C. i, B. BR, al. 

1. & S. 2937—Proportional rates on stone and marble 44m Jack- 
sonville, Fla., and pts in Fla. 
December 2—Argument at gee G3 

16990—Dillman Egg Case Co. vs. ont. 7 Ss. F. Ry. e et al 

Dutton Lumber p Meng va, WW. ae Me & H.R. R. et al. 
yee City ‘of Providence vs. N. ¥. N. H. & H. R. R. et al. 
December 2—Toledo, O.—Examiner es 
16455—Holland-St. Louis Sugar Co. vs. N. Y. C. & St. L. R. R. et al. 
December 3—Oklahoma City, Okla.—Examiner Kettler: 

19691—J. A. Forsythe (doing business as Forsythe Oil Co.) vs. A. 

T. & S. F. et al. 
December 3—Boston, Mass.—Examiner Smith: 

— ~—_ Sub. 1 to 3, inc.).—Sweeney, Lynes & Co. vs. A. C. L. R. 

et a 

December 3—Columbus, O.—Examiner pun: 

19962—Berney Bond Glass Co. vs. N. Y. C. R. R. et al. 
December 5—Washington, D. C. be aad tl Weems: 

19943—Potomac Poultry Food Co., Inc., vs. Penna. R. R. et al. 
December 5—Columbus, O.—Examiner Smith: 

bee Tain Ohio Farm Bureau Federation et al. vs. A. & W. Ry. 


et al. 
19901—Armour Fertilizer Works vs. A. C. & Y. Ry. et al. 


December 5—Brookhaven, Miss.—Mississippi Railroad Commission: 
Finance No. 6567—Joint Application of Illinois Central R. R. and 
Mississippi Valley Co. for authority to abandon a portion of a line 
of railroad from a point near Brookhaven to Monticello, Miss. 
ney ty 5—Chicago, Ill—Examiner Hagerty: 


& S. — —— and Grain Products from Western points to 
C. F, A. territory. 


Vol. XL, No. 22 


December 5—Boston, Mass.—Examiner Smith: 
19876—The New England Milk Rate Committee et al. vs. B. & A. 
R. R. (N. Y. C. R. R., lessee) et al. 


December 5—Steubenville, ‘0.—Examiner Carney: 
19975—The Evans Pipe Co. et al. vs. B. & O. R. R. et al. 


December 5—Phoenix, Ariz.—Examiner ae 
19773—Rio Grande Oil Co. et al. vs. A. T. & S. F Ry. et al. 
20100—United Verde Copper Co. et al. = A. & V. Ry. et al. 


December 5—Jacksonville, Fla.—Examiner Disque: 
19790—Jacksonville Traffic Bureau, Inc., et al., vs. T. & P. Ry. et al. 

December 5—Indianapolis, Ind.—Public Service Commission of Indi- 
ana: 

* Finance No. 6518—Application of Algers, Winslow & Western Ry. 
for a certificate of public conveninece and necessity authorizing 
the construction of a line of railroad in Pike county, Ind. 

December 5—New ng eg Walters: 

17000—Rate Structure, Part 11, Sand and Gravel Investigation. 
9702—Memphis-Southwestern “ey 9 ee 

a Freight Bureau vs. St. L M. & Sn. Ry. et al. 
7250—Shreveport Chamber of Commerce et mf vs. A. & V. Ry. et al. 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. et al. 
9886—Chamber of Commerce, Monroe, La., vs. A. & L. M. Ry. et al. 
9927—Railroad Commission of Ark et al. vs. A. S. R. R. et al. 
10084—Natchez Chamber of Commerce vs. N. & S. Ry. et al. 
10418—Arkansas Jobbers & Mfgrs. Assn. vs. D. G. et al. 
yoste—Arhanens Jobbers & Mfgrs. Assn. vs. D. G. et al. 

16002—R. A. Gibson vs. Kansas City Southern Ry. et al. 
18702—Tennessee-Arkansas Gravel Co. vs. Mo. Pac. R. R. 


December 5—New York, N. Y.—Examiners Money & Esch: 

17000—Part 8—Cottonseed, its products and related articles. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
bey territory to Central, Eastern and Southern territories. 

S. 2820—Vegetable oils and related articles in Official Classifica- 

* cation territory. 

1.& Ss. 2884--Vexetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. 

. & Ss. 2926—Vegetable oils in Official Classification territory. 


& S. 2995—Vegetable oils and related articles in Official Classifica 
e * territory. 


oahit-~canaginie Linseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer Kellogg & Sons vs. B. R. & P. o et al. 
15425—International Vegetable Oil Co. et al. vs. & R. R. R. et al. 
ber 4 (ae ae Nos. 1 to 3,’ incl.)—Armstrong Veghine Co. vs. A. 
y. et al. 
ls ee eed Association of Chicago Heights. vs. B. & O. 
“— he =. 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al. 
— Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. 


1 

18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. . + al. 
18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. - * 
—— Cottonseed Crushers’ Assn. vs. C. 

et a 

19088—The Blanton Co. vs. & V. Ry. et al. 
19141—The Refuge Cotton oti Co. et al. vs. A. & V. ~, et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. No. 1)—California-Arizona Ginners and Crushers 
Assn. et al. vs. Apache Ry. et al. 
eo Cottonseed Products Corp. et al. vs. A. & V. Ry. 


et al. 
19194—-The Procter & Gamble Co. vs. & S. Ry. et al. 


. & P. Ry. 


19245—-The Procter & Gamble Co. vs. B “& O. R. R. et al. 
19270—-The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—-National Cottonseed Products Corp. vs. A. & N. W. R. R. et al. 
19325—-The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 


19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. S. P. Co. et al. 
19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 
19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 
20068—Graco Milling Co. vs. A. & S. Ry. et al. 
20067—San Diego Oil Products Corp. vs. S. D. & A.-Ry. et al. 
20066—San Diego Oil Products Corp. vs. Holton Inter-Urban av et al. 
20130—Buckeye Cotton Oil Co. et. al. vs. A. 4 R. R. R. et al. 
20142—Portsmouth Cotton Oil Refg. Co. vs. A. & R. 4.7 - et al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. e 
December 6—Jacksonville, Fla.—Examiner Disque: 
20041—Florida Power & Light Co. et al. vs. A. C. L. R. R. et al. 
December 6—Chicago, Ill.—Examiner rer 
Fourth Section Application No. 2040 et al. 
Fourth Section Application 13187—Filed by > -S. F. Ry. 
* Fourth Section Application 13262—Filed by E rz Boyd, agent. 
December 6—Chicago, Ill.—Examiner Hawell: 
19699—St. Louis Coke & Iron Corp. vs. A. G. 8S. R. R. et al. (further 
hearing). 

December 7—Washington, D. C.—Examiner Davis: 

* Finance No. 6597—A pplication Gulf, Colorado & Santa Fe Ry. for 
authority to acquire control by lease of the Railroad and property 
of the Texas and Gulf Ry. 

December 7—Washington, D. C.—Examiner Weems: 

1. & S. 3007—Paper and paper articles, less carloads, from Virginia 
Cities and Eastern Points to the South. 

December 7—Jacksonville, Fla.—Examiner Disque: 

1. S. 2945—Charges for use of refrigerator cars for shipments of 
bananas and .cocoan 
19688 (and Sub. Dekruit “Dispatch Co. et al. vs. A. & R. R. R. et al. 


December 7-8—Argument at Washington, D. C.: 
15006—Rates, Charges, Regulations and Practices Governing Trans- 
portation on Anthracite Coal—Rates on Bituminous Coal. 
December 8—Washington, D. C.—Examiner Folsom: 
Valuation No. 1077—In re tentative valuation of the property of the 
Brooklyn Eastern District Terminal. 
December 8—El Paso, Tex.—Exuminer Kerwin: 
1 Peyton Pac Co. vs. A. & S. Ry. et al. (further hearing). 
1. & S. 3002—Restriction of rates and routes on live stock between 
Southern Pacific Lines and Missouri Pacific Lines, and from and 
to New Mexico points on the Southern Pacific Lines. 
December 9—Argument at Washington, D. C.: 
Finance No. 6208—Proposed Construction of Lines by Piedmont & 
Northern Ry. 
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December 12—Washington, D. C.—Examiner Weems: 
18368—National Tube Co. vs. Director General, as agent. 


December 12—Washington, D. C.—Examiner Brinkley: 
* Valuation No. 1074—In re tentative valuation of the property of 
‘Wilmington Ry. Bridge Co. (further hearing). 


December 12—Washington, D. C.—Examiner Boyden: 

Valuation No. 1006—In re tentative valuation of the properties of 
the Mo. Pac. R. R. et al. 

Valuation No. 410—Arkansas Central R. R. Co. 
Valuation No. 818—Natchez & Southern Ry. Co. . 
Valuation No. 957—Natchez & Louisiana Ry. Transfer Co. 
Valuation No. 967—Coal Belt Electric Ry. Co. 
Valuation No. 970—Union Ry. Co. (Memphis, Tenn.) et al. 


December 12—Washington, D. C.—Examiner Howell: 
20138—The Jessup & Moore Paper Co. vs. A. C. & Y. Ry. et al. 
December 12—Westfield, N. Y.—Examiner Carney: 
20141—Chautauqua & Erie Grape Growers’ Co-operative Assn., Inc., 
et al. vs. Erie R. R. et al. 
Deeember 14—Argument at Washington, D. C.: 
* 14968—The Victor American Fuel Co. et al. vs. D. & S. L. R. R. et al. 
(On defendants’ motion to dismiss.) 


December 15—Argument at Washington, D. C.: 
16285 (and Sub. 1)—White Provision Co. vs. A. B. & A. Ry. et al. 
17143—Pacific States Butter, Egg, Cheese and Poultry Assn. vs. Sou. 
Pac. Co. et al. : 3 
Fourth Section Application No. 11428. 
December 15—Lakeland, Fla.—Commissioner McManamy: , 
18187—Transportation of Strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia to 
points in Official Classification Territory. 


December 16—Argument at Washington, D. C.: 
18364—Georgia Public Service Commission vs. A. C. L. R. R. 
18111—Corning Glass Works et al. vs. N. Y. C. R. R. et al. 


December 17—Argument at Washington, D. C.: 
18616—Minneapolis Traffic Assn. vs. C. M. & St. P. Ry. et al. 
1. & S. 2735—Transit Provisions on Grain and Related Articles des- 
tined to Duluth, Minn., and related points. 


December 19—Washington, D. C.—Assistant Director Burnside: 
Finance No. 1165—In the Matter of the Application of the New York 
Central R. R. for authority to acquire control of the Chicago 
River & Indiana R. R. and Chicago Junction Ry. 


December 19-20—Argument at Washington, D. C.: 
bec “ages Slaughterers’ Traffic Assn. et al. vs. N. Y. C. 
R. BR. et al. 
16844 (and Sub. Nos. 1 to 3, incl.)—Swift & Co. vs. A. T. & S. F. 


Ry. et al. 
17411 (and Sub. Nos. 1 to 3, incl.)—Kennett-Murray Livestock Buy- 
ing Organization et al. vs. A. C. & Y. Ry. et al. 


December 21—Argument at Washington, D. C.: 
16493—Beaumont Export & Import Co. vs. La. Western R. R. et al. 
16699—Crerar Clinch Coal Co. vs. A. A. R. R. et al. 
18170—United Paperboard Co., Inc., et al. vs. A. C. & Y. Ry. et al. 


December 22—Argument at Washington, D. C.: 
18031—American Motor Body Corp. et al. vs. B. & O. R. R. et al. 
18158—Iowa Soap Co. vs. C. B. & Q. R. R. et al. 
17742 (and Sub. 1)—The Palmolive Co. vs. A. T. & S. F. Ry. et al. 


December 23—Argument at Washington, D. C.: 
19613—-Federated Metals Corp. vs. Sou. Ry. et al. 
19225—Federated Metals Corp. vs. Penna. R. R. 
19394—Elk Refining Co. vs. A. C. L. R. R. et al. 
19695—Federated Metals Corp. vs. C. R. R. of N. J. et al. 


December 28—Argument at Washington, D. C.: 
18641 (and Sub. Nos. 1 to 3, incl.)—Potomac Electric Power Co. vs. 
Cc. & O. Ry. et al. 
18685—Magor Car Corp. vs. D. L. & W. R. R. 


December 29—Argument at Washington, D. C.: 
19021—J. M. Card Lumber Co. vs. N. C. & St. L. Ry. 
19111—Gutmann and Co. vs. B. & O. R. R. et al. 
19244—Buckeye Cotton Oil Co. vs. B. & O. R. R. et al. 


December 30—Argument at Washington, D. C.: 
19072—Chapman-Price Steel Co. vs. A. T. & S. F. Ry. et al. 
19252—Colgate & Co. vs. T. & J. Ry. et al. 

* 18598—D. A. Stickell & Sons., Inc., vs. W. Md. Ry. et al. 


January 4—Washington, D. C.—Examiners Marchand and Walton: 

Valuation No. 1072—In re tentative valuation of the property of the 
C. MH. & St. P. Ry. 

Valuation No. 760—Seattle, Port Angeles & Western Ry. 
Valuation No. 768—Bellingham & Northern Ry. 
Valuation No. 771—Gallatin Valley Ry. 
Valuation No. 794—Puget Sound & Willapa Harbor Ry. 
Valuation No. 797—Milwaukee Terminal Ry. 
Valuation No. 798—Tacoma Eastern R. R. 

January 4—Washington, D. C.—Examiner Stillwell: 
Fourth Section Application No. 1841 et al. 


January 6—Ft. Worth, Tex.—Examiners Money and Esch: 

17000—Part 8—Cottonseed, its-products and related articles. 

l. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central, Eastern and Southern territories. 

1. & S. 2820—Vegetable oils and related articles in Official Classifica- 
cation territory. 

1. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

1. & S, 2926—Vegetable oils in Official Classification territory. 
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1. & S. 2995—Vegetable oils and related articles in Official Classifica- 
tion territory. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al, 

= “oo a Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. A, 

. Ry. et al. 
16928—-Manufacturers’ Association of Chicago Heights. vs. B. & O, 


R. R. et al. 
17270 (and Sub. 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
R. R. et al 


17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al, 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R, 


et al. 
18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. R. R. 
18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
— Cottonseed Crushers’ Assn. vs. C. R. I. & P. Ry. 
et al. 
19088—The Blanton Co. vs. A. & V. Ry. et al. 
19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. No. 1)—California-Arizona Ginners and Crushers 
Assn. et al. vs. Apache Ry. et al. 
ee Cottonseed Products Corp. et al. vs, A. & V. Ry. 


et al. 
19194—The Procter & Gamble Co. vs. A. & S. Ry. et al. 


al 


et al. 
R. 


19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 


19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W. R. R. et al. 


TELEPHONE COMPANY STATISTICS 


The Commission, through its bureau of statistics, has issued 
a mimeographed statement (No. 27143) of 108 sheets setting 
forth selected financial and operating data from annual reports 
of telephone companies for the year ended December $1, 1926. 
For all classes of companies the following total figures are set 
forth in the statement: 





Total miles of wire, 56,020,954; investment in fixed capital (plant 
and equipment), $3,101,796,670; other investments, $1,744,637,263; cash, 
$53,863,913; material and supplies, $31,990,414; total working assets, 
$281,914,689; capital stock, $2,646,573,056; unmmatured funded debt, 
$1,028,686,937; total working liabilities, $180,052,906; accrued deprecia- 
tion, $621,338,370; total corporate surplus, $354,113,843; operating reve- 
nues, $907,563,625; operating expenses, $608,149,558; taxes, $75,417,342; 
operating income, $219,508,117; net income, $252,564,932; dividends de- 
clared, $194,055,888. 


STATUS OF RAIL EMPLOYES 


In an order in Ex Parte 72 (Sub. No. 1), in the matter of regu- 
lations concerning the class of employes and subordinate offi- 
cials that are to be included within the term “employes” under 
the railway labor act, the Commission has set for hearing at 
Washington, January 4, 1928, before division 1, a petition of 
the Brotherhood of Railway and Steamship Clerks, Freight Han- 
dlers, Express and Station Employes, on behalf of employes 
of the railroads, members of the Trunk Line Association, request- 
ing the Commission to establish the status of those employes 
under section 1, paragraph 5, of the railway labor act of 1926. 
The petition relates to the status of Trunk Line Association 
employes. It said the carriers and management of the Trunk 
Line Association contended that the employes in question were 
not “employes” under the railway labor act. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended November 19 totaled 17,386 cars, as compared with 20,171 
cars (revised) the preceding week, and 17,971 cars in the cor- 
responding period of 1926, according to reports from railroads 
received by the Bureau of Agricultural Economics of the De- 
partment of Agriculture. Shipments were reported as follows: 


Apples, 3,694 cars; imports, 1 car; asparagus, 3 cars; cabbage, 
1,162 cars; cauliflower, 150 cars; celery, 839 cars; cucumbers, 25 cars; 
eggplant, 13 cars; grapefruit, 506 cars; imports, 12 cars; grapes, 1,060 
cars; green peas, 67 cars; lemons, 100 cars; lettuce, 715 cars; mis- 
cellaneous melons, 51 cars; mixed citrus fruit, 320 cars; mixed vege- 
tables, 493 cars; mixed deciduous fruit, 16 cars; onions, 773 cars; 
oranges, 910 cars; imports, 13 cars; pears, 113 cars; peppers, 100 cars; 
spinach, 292 cars; string beans, 329 cars; sweet potatoes, 844 cars; 
tomatoes, 122 cars; potatoes, 4,689 cars; imports, 126 cars. 
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Commerce Attorneys 
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150 Nassau St., NEW YORK, N. Y. 
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TRANS GNTINENTA 


PROFITS / 


Are made possible by conserva- 
tion. Trans-Continental 
Freight’s twenty-nine years’ ex- 
perience guides you toward 
greater profits, frequently 
effecting savings of thousands 
of dollars a year for shippers. 


Trans-Continental gladly will 
act for you as your agent, or with 
you in assisting your traffic 
department. That personal 
service which we give is what 
makes Trans-Continental better 
and different always. 


Ask our nearest branch. 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Beston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohie Pertland, Ore. 
Cleveland, Ohio St. Paul, Minn. 


Denver, Colo. 
Detroit, Mich. 
Los Angeles, Cal. 


Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 























































THE TRAFFIC WORLD Vol. XL, No. 23 


Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 





LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor. Conditions 
Low ‘Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 
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The Belt Railway Company of Chicago 
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With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 


enable us to render such service. 
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KEYSTONE WAREHOUSE, 
OF BUFFALO, N.Y. 
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The Chain of Tidewater Terminals 
Allied Inland Warehouses 


BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Heffman, V. P. & Gen’l Mer. 
666 Summer S8t., Beston 
Adequate, modern dockage facilities, direct 
rail vonnection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship — no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
1 similar bulk cargoes. 






















NEW YORK 
ATLANTIC TIDEWATER TERMINALS 


W. Green, V. P. & Gen’ Mgr. 
1 ban whe toe 


Two modern fireproof double-decked piers, 1820 ft. 
long, 150 ft. wide—located foot 58th St., Breoklyn— 
within free lighterage limits, affording shipments via 
all railroade—slips 250 ft. wide—Quicker docking and 
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ing charges. 















BUFFALO PHILADELPHIA 
KEYSTONE WAREHOUSE CO. MERCHANTS WAREHOUSE CO., 
aN Streets 10 Chestnut St., Philadelphia, Pa. 
Ww. J. Bishep, ae Supt. Snowden Henry, Supt. 
— yh: fy AG 


nish any kind of service incident to 
handling of package freight on L. 
C. L. shipments. Low insurance. 
Liberal advances on stored goods. 
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NORFOLK 













PHILADELPHIA 
PHILADELPHIA TIDEWATER NORFOLK TIDEWA 
TERMINAL TERMINALS, ING 


G. M. Richardsen, Gen. Mgr. and 
Treasurer : 
1@ Chestnat St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


J. A. Moe - 
Nerfel, Vane 
Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. | 
Receiving, delivering and classification | 

yards have over 4,000-car capacity — 
modern device for rapid and economical 
handling, all classes of o — Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- | 
folk’s Trunk Lines. 








© e The above means great money saving to you. Read carefully —then direct 
S h ipp ers. your freight to be delivered to these splendid terminals, and Gardena. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


ee ae HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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PITTSBURGH— ~ 








Put your plant 


THE TRAFFIC WORLD 


where it will thrive 












The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation —adequate labor —cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


Pittsburgh; Pa. <> 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour Railroad Company ~ Oliver Building 
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Gulf-Pacific Coast Cargo Service 


CHICAGO 
Harry Rogers 


913 Straus Bldg. 
Phone Wabash 6822 


ST. LOUIS 


Irving H. Heller 
1204 Pierce Bldg. 
Phone CHestnut 6189 
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GENERAL OFFICES 


NOW IN NEW ORLEANS 
CONFERENCE RATES 
FORTNIGHTLY SAILINGS 
A DEPENDABLE COMPANY 


GULFPORT 
The Redwood Line 
G. & S. I. Bldg. 
Phone 468 








BIRMINGHAM 


H. B. Rox 


201 Brokers Bldg. 


Phone 4-4362 


MOBILE 


Munson §.S. Lines 
Pier 8, M. & O. Docks 


Phone 4097 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND 
900 Matson Bldg. Lawrence Terminal 
215 Market St. 1 Jefferson St. 


fa 





Finkbine-Guild Transportation Co. 


E. L. THROGMORTON 


P. A. JORDAN 
General Offices: 


1421 New Orleans Bank Bldg., 
NEW ORLEANS, LOUISIANA 


Acting Manager 


Asst. Traffic Manager 


LOS ANGELES 
1110 Lane Mortgage Bldg. 
208 West Eighth St. 
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* First Morning from New York Pisvs and Hoboken Cily. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 































TO FROM 

Second Morning Ampere Corresponding Service 
in in * ——- given to shipments loaded 
— Fourth, —.. to the platforms of connect- 
Sates pwd 5 aed m ing roads destined to points 
Cortand | Seed Hebahen Shor Railroad beyond those named herein. 
Des Moines ‘Stat _ Similar service is effec- 
eat'St Love Furth ; ap tive via Lackawanna from 
Eimia Sed Paton Philadelphia and other 
or Eee SS nseeee Healing atroel et 
Grand Rapi Fourth ** Rartem transfer 
dente se" Central Railroad of New 
Jackson Fourth Morning K Jersey, via Seranton, Pa., 
moa t A Teeth : ‘ Transfer; also from Boston 
Laie . i yraiedcty via. Boston & Maine-Dela- 
Milwaukee 8h ware & Hudson and Bing- 
Mianeanee RN Broan hamton, and via New York, 
—_ ae Terminal aa a — and 
Oswego Ee iertrWallabout 0. 0 » Nod. 
Pibeth wt Daily passing reports in 
Portlend “ the possession of all Lacka- 
— ‘ NEW YORK wanna Agents enable imme- 
ie — diate and complete infor- 
— -— mation to customers. 
=.  o- 
——” |e Not Necessary to Designate Any Special Station, 
— yt Pier or Train. 
Toronto Third 
Utica Second 


Simply Route “LACKAWANNA” 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 





Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 














BOSTON DETROIT 

8¢@ Federal Street ist National Bank Bidg. 
BROOKLYN EASTON, PA. 

32 Court Street 402 Nerthampten Street 
BUFFALO INDIANAPOLIS 

Lackaw Terminal 410 Guaranty Building 
CHICAGO KANSAS CITY 

111 West Jacksen Bivd. Railway Exchange Bldg. 
CINCINNATI MILWAUKEE 

4th National Bank Bidg. 1316 Majestic Building 
CLEVELAND MINNEAPOLIS 






310 Park Building 





LACKAWANNA AGENCIES ST 


ments, facilitation of tracing; prompt turn- 
over of investment. 








If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 







- PAUL 
601 Merchants Bank Building 


NEWARK SAN FRANCISCO 

786 Broad Street 823 Monadn Bldg. 

VEN SCRANTON 

ee Street Lackawanna Statien 
NEW YORK CITY SEATTLE 

302 Fae A 1312 L. C. Smith Bldg. 
PHILADELPHIA SYRACUSE 

1302 Finance Building Lackawanna Station 
PITTSBURGH 


TOLEDO 
1404 2nd National Bank Bidg. 
T 


503 Park Building 


8ST. LOUIS ORONTO 
112 Nerth 4th Street 1602 Royal Bank Bldg. 
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The CAVALIER 
VIRGINIA BEACH, VIRGINIA 
Fay M. Thomas, Managing Director 
ewe 


St 













It You S 
AS Garry 0 
Choose to Run seman, GSAN, 


here is what Mr. W. A. Clarke, Jr., Secretary of the 
Retail Merchants Association of Virginia, thinks about 
‘Tue Cavauier,’’ at Virginia Beach: 






Pra VY 
ttt} 


‘ STE = 


**The reputation of the hotel drew the largest attendance in 
the history of our Association—exactly 450. We wanted a place 
where we could most advantageously combine business with 
pleasure, and with every comfort and convenience of a modern 
resort hotel. We found all of this and more at ‘‘ Tae Cavatier.”’ 
The management overlooked nothing which would .add to our 
comfort and enjoyment, and the delegates expressed their appre- 
Ciation in a ringing vote of thanks to the management.”’ 


It is our purpose to try to help the fellow who has to take all 
the blame if the covention is a fizzle. We have found a conven- 
tion never fails if held in the right place, so we recommend here T. H. Gurney, G. P.A., Richmond, Va. 
**Tuoe Cavaiger,” a hotel that has all the essentials of a suc- syiege 
cessful rendezvous. The man who wrote the letter above had GE. SRE, &.G.9. A. Camden, 6. 


been there—he knew! J. B. EDMUNDS, General Agent, Washington, D. C. 
; F. E. LANDMEIER, W. P. A., 
_ And any of the pant agents of the C. & O. will be glad to 320 N. Broadway, St. Louis, Mo 
give you further information about this famous Virginia hostelry, 
and tell you also about comfortable transportation. O. N. SPAIN, G.E.P.A., 299 Broadway, New York City 


The CHESAPEAKE @& OHIO --“The Road of Service” | 
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Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 


Tacoma and Intermediate Points 
is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 


Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. . 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 





St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 

Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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Terminal Railroad Association 
OF ST. LOUIS 


‘‘The Terminal of Capacity and Expedition’’ 


PLAT OF 
ST. LOUIS and VICINITY 
Showing RAILWAY SYSTEM of the 
Terminal R. R. Assoc. of St. Louis, 


ROUTE YOUR FREIGHT VIA 
“T.R. R.A.” IN YOUR BILLS OF LADING 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Industrial Switching SERVICE of the most excellent character 
Industrial Switching RATES the lowest to be found in any large city 
Prompt information supplied as to movement when requested 
Three belt lines in the St. Louis District and three in the East St. Louis District provide 
amply for industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development 
are available along these belt lines 


Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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A Standard 


The Supreme Court of the United 
States has defined a standard of conduct 
for motorists and others to follow for their 
own safety when crossing railway tracks. 
It is contained in the following extract from 
a recent decision of that court: 


“When a man goes upon a railroad 
track he knows that he goes to a place 
where he will be killed if a train comes 
upon him before he is clear of the track. 
He knows that he must stop for the train, 
not the train stop for him. In such circum- 
stances it seems to us that if a driver can- 
not be sure otherwise whether a train is 
dangerously near he must stop and get out 
of his vehicle, although obviously he will not 
often be required to do more than to stop 
and look. It seems to us that if he relies 
upon not hearing the train or any signal 
and takes no further precaution he does so 
at his own risk.” 


The decision in this case was that the 


railroad was not responsible for and should | 


not have to pay damages for the death of 
a motorist that was caused by his failure 
to follow this standard of conduct. 


Such a conclusion is logical. Railway 
tracks are the nation’s great highways of 
commerce and travel, and it is imperative 
that trains run on them at high speed and 


THE TRAFFIC WORLD 


of Conduct 


on schedule. Since these trains obviously 
cannot be stopped at highway crossings to 
let motorists and others get out of the way, 
it is therefore necessary for those who cross 
the tracks to be on the look-out for their 
own safety. The decision of the Supreme 
Court leaves no room for doubt on that 
point. 


This decision will in no way diminish 
the efforts of the Illinois Central System to 
prevent accidents at crossings. Our railroad 
will continue to do everything it can do to. 
avert such accidents. But this decision 
makes it plain that, regardless of what the 
railroad may do to guard against accident, 
those who cross the tracks are responsible 
for their own safety. 


This statement is published in the hope 
that a public understanding of the views 
held by the highest court in the land will 
be widely influential in safeguarding life 
and property at crossings. 


Constructive criticism and suggestions 
are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, December 1, 1927. 
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INTERIOR OF CANNERY 5 2 
< 
SANTA CLARA COUNTY, CALIFORNIA = sour 
ANTA CLARA County is the largest fruit canning and dried fruit ® ® ent 
s packing center on the globe. Here forty canneries and almost as Ky wm mak 
many packing houses, employ an army of 20,000 men and women. s° 2b the 
=F ad 
e 
Thirty per cent of the total of California’s canned The county is well served in the matter of freight Se on cons 
fruit output is canned in this county and fifty per and passenger transportation. The main overland ws 3= shot 
cent of the fancy canned fruit goes into cans here. line of Southern Pacific from San Francisco tra- = wm 
The annual local canned fruit pack totals more verses the entire length of the valley, connecting eRe + cons 
than 3,000,000 cases, or 72,000,000 quart cans, re- up with all the leading railway systems in the cerr 
quiring 4,000 cars at twenty tons per car. United States. | 
Write, telegraph or "phone ® @ that 
® ‘“*General Agent, Southern Pacific Lines’’ ® we =~ inte 
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